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Queen Mary 


HE nation heard with deep sorrow of the death on 
March 24 at Marlborough House of Queen Mary, 
who had been ill since March 2. As Queen Consort of 
King George V, Queen Mary earned in the eventful and 
often fateful years of that reign the respect and admira- 
tion of a country keenly alive to her sense of duty, breadth 
of interest, and quick human sympathy. Since the death 
of King George V she had fully maintained her close and 
practical concern with public welfare in many departments 
of life. Railwaymen will remember in particular her long 
association with two organisations devoted to their care. 
Queen Mary became a patron of the Railway Benevolent 
Institution in July, 1910, and of the Railway Convalescent 
Homes in 1912, and continued this patronage up to the 
time of her death. To both she made regular donations, 
and many who have spent Christmases in the care of these 
organisations must count themselves indebted to her sym- 
pathy for gifts and comforts at this season. An event that 
has become historic was the visit of King George V and 
Queen Mary to the Swindon Works of the Great Western 
Railway on April 28, 1924, the first occasion of such a 
visit to Swindon. Queen Mary became Queen of England 
on May 6, 1910. Two great wars and sweeping social 
changes have since taken place. Throughout, Queen Mary 
has symbolised for the nation the permanence of the quali- 
ties which are the foundation of human happiness and 
dignity in whatever circumstances our lot may be cast. 
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Increased Continental Travel Allowances 


DDRESSING the British Chamber of Commerce in 
Paris on March 17, on the occasion of his visit to 
the city to receive the order of Otficer of the Legion of 
Honour, Mr. John Elliot, Chairman of the Railway 
Executive, looked forward to a great flow of passenger 
traffic between Great Britain and France when there was 
a material change in the present travel allowance. When 
this occurred, he said, British Railways would be ready 
for it, and there would be a place both for air and surface 
routes, for the day had gone when the railway could 
cover all the requirements of all countries. Air services 
were here to stay, and the railways must give up certain 
sectors. Mr. Elliot recalled that even last year, which 
was not a good one, British Railways had carried a million 
and a half travellers to and from the Continent. He looked 
forward to an increase in the present year. The step has 
been taken since Mr. Elliot spoke of increasing the travel 
allowance from £25 to £40 as from March 24, and from 
£15 to £30 for children under 12. The increases may en- 
courage many to consider holidays abroad who, perhaps, 
have hitherto been unduly apprehensive of meeting diffi- 
culties under the £25 limit. Even if such travel must be 
shared, the railways will exert themselves to see that their 
own share is as large as possible. 


Steel Development Plans 


HE British steel industry will embark on its second 
post-war development plan from the satisfactory 
starting point of a previous scheme more than fulfilled. 
In 1952, the annual report of the British Iron & Steel 
Federation records, steel production rose to over 16 million 
tons, or substantially above the target figure of between 
15 and 154 million tons. A second plan is almost com- 
plete and has been submitted in outline to the Minister of 
Supply. It aims at raising home steel production to almost 
204 million ingot tons a year by 1957-58, by which time 
demand has been estimated at 21 million tons. It is con- 
sidered that the increased production together with sup- 
plies of reusable steel and, if necessary, a marginal import, 
should enable requirements to be fully met. Already im- 
proving production trends have led to discussions being 
begun with the Government on the possible ending of 
distribution control. The Federation has given close study 
to the Transport Bill, particularly in regard to the reorgani- 
sation of the railways, which carry approximately 65 
million tons of iron and steelmaking materials, semi- 
finished, and finished products each year, at a total cost 
to the industry of some £60 million. Supplies of steel- 
carrying wagons were generally good last year and very 
little steel accumulated at works at any time. The building 
of 1,240 additional 27-ton iron ore wagons has been 
agreed for the current year. 


Institute of Transport Annual Dinner 


HE annual dinner of the Institute of Transport held 
last Friday with Mr. C. T. Brunner, President of the 
Institute, in the chair, was as usual an essentially social 
function. Sir David Maxwell Fyfe, the Home Secretary, 
who was the guest of honour, replying to the toast of 
Ministers of the Crown, reminded his hearers of the 
importance of transport to the national economy, quoting 
Francis Bacon to that effect. Mr. Hugh Gaitskell, as a 
former Chancellor of the Exchequer, referred brie fly in 
his reply to the difficulties of office and to his own part 
in matters such as the increase in the petrol tax. Mr. 
Alan Lennox-Boyd, Minister of Transport & Civil Aviation, 
must have been glad of an opportunity of meeting niany 
friends and -acquaintances in the transport world without 
having to make a speech. The company included repre- 
sentatives of all forms of transport, including Sir John 
Benstead, Deputy Chairman of the British Transport Com- 
mission, and among railwaymen Mr. David Blee, Member 
of the Railway Executive, and Mr. A. B. B. Valentine, 
a Past President of the Institute and Member of the London 
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Transport Executive, whilst Ireland was represented by 
Mr. T. C. Courtney, Chairman, and Mr. G. B. Howden, 


General Manager of Coras lompair Eireann. 


French Main-Line Passenger Services 
‘THE outstanding characteristic of the French National 
Railways provisional passenger timetable for this 
summer, details of which are given on another page, is the 
continued improvement in services over the electrified 
main lines. After the accelerations in the current winter 
timetable resulting from completion of the Paris-Lyons 
electrification, further improvement on this section of the 
South Eastern Region might not have been expected, at 
least for some time; the Dijon-Lyons timings of the 
‘** Mistral,” however, are to be cut in both directions, 
which enhances the remarkable performance of this heavy 
train between Paris and Lyons. Over the South Western 
Region electrified lines the reason for quicker schedules, 
including the 361-mile non-stop run of the new “Sud 
Express” between Paris and Bordeaux, is stated officially 
to be post-war rehabilitation and improvements to supply 
of current to substations, rather than acquisition of new 
or transfer from the South Eastern Region of additional 
electric locomotives. Healthy rivalry with that Region also 
seems to have played a part. In steam-worked services 
the apparent tendency is to increase loads and interpolate 
additional stops rather than reduce overall journey times, 
so as to give maximum user of motive power and cater 
for increasing traffic. The latter has caused some high- 
speed services to be worked by steam in place of diesel 
sets. 


Locomotive Engineers Visit Cowley 


VERY successful meeting of the Institution of Loco- 

motive Engineers was held on March 24, when some 
150 members and guests were taken on a conducted tour of 
the Cowley works of the Pressed Steel Co. Ltd. The party 
proceeded by special train from Paddington and was re- 
ceived on arrival at the works by the Directors of the Com- 
pany and entertained to lunch and tea. Speaking at 
the luncheon Mr. M. A. H. Bellhouse, Assistant Managing 
Director, in welcoming the members and guests, said that 
while they would not see any railway work being under- 
taken at Cowley, some of the press tools used might be 
applicable to much of the work undertaken at railway car- 
riage and wagon works. ‘The party was taken on a con- 
ducted tour of the various departments, which included 
the press and machine shops and the tool room where the 
press tools and dies were made for the manufacture of 
many types of motorcar bodies; also the painting and trim- 
ming departments. Also inspected were the car assembly 
conveyor lines on which the car bodies are built: some of 
which are despatched as body sheets and others in finished 
condition including paintings, trimming, and so on. Mr. 
R. C. Bond in the absence of Mr. C. M. Cock, President 
of the Institution, expressed appreciation for the arrange- 
ments made during a very enjoyable visit. 


New Vessel for Newhaven-Dieppe Service 


HE Lisieux, an addition to the French National Rail- 
ways cross-Channel fleet, made its first voyage on Tues- 
day from Dieppe to Newhaven for which route it has been 


designed, although it may also at times relieve on 
Folkestone-Calais. As Mr. R. P. Biddle, Docks & Marine 
Manager, Southampton, remarked at a luncheon at 


Brighton before the arrival and inspection of the new ship 
at Newhaven, the début of the Lisieux was most timely, 
following so closely on the announcement of the increased 
foreign currency allowance for British tourists, which, he 
forecast, would mean an additional 250,000 travellers to 
the Continent through the South Coast ports this season. 
The Southern Region was fully. prepared to handle this 
extra traffic. The long-standing link between Newhaven 


and Dieppe, dating from the joint agreement between the 
L.B.S.C.R. and the Western Railway of France to operate 
the service was referred to by Monsieur C. M. Hannoyer, 
Managing Director, French Railways Limited, who looked 
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forward to increased travel between Britain and France, 
The Lisieux, which can carry 1,450 passengers, joins the 
Londres and the Arromanches on the Newhaven-Die»pe 
service on which the British Railways vessels engaged ire 
the Brighton, launched in 1949, and the Worthing. 


Medical Services of British Railways 


EVELOPMENT of British Railways: medical services 
on their present lines did not immediately fol!ow 
nationalisation, but was delayed to await the report of the 
Committee of Inquiry on Industrial Health Services. This 
document, published on February 26, 1951, encourayed 
employers to develop services of this kind, and steps were 
taken to increase the personnel of the railway medical 
services shortly after. The present structure is described 
in an article this week by Dr. H. H. Cavendish Fulier, 
Chief Medical Officer of the Railway Executive. It is 
explained that there is no question of competing with 
the National Health Service, but that the railway organisa- 
tion is adapted to meet the special needs of the industry 
in such matters as first aid, prevention and treatment of 
occupational diseases, staff welfare, and the promotion of 
efficiency by a high general standard of health. Policy in 
the Regions, each with its own Medical Officer, is co- 
ordinated by a Chief Medical Officer who is responsible 
to the Member of the Executive for Staff Matters. 
Particular importance is attached to medical examination 
of new entrants to the railway service, and to subsequent 
re-examination. The loss of efficiency that can result from 
a perfunctory attitude towards this duty is well understood. 
It is apparent from the article that the British Railways 
medical services need fear no comparison with those of 
other industries. 


Arousing Curiosity 


TH photograph reproduced in an advertisement on the 
front cover of last week’s issue, depicting a well-known 
product in use on a length of British Railways track over 
a viaduct, seems to have aroused much curiosity as to the 
whereabouts of the subject. Most inquirers thought the 
double-track viaduct to be in the Western Region, in Wales, 
perhaps, or the West Country. It is in fact Moorswater 
Viaduct, near Liskeard, in Cornwall, on the Western 
Region main line from Paddington to Penzance. The two 
guardrails between the running rails are continued the 
length of the viaduct; they are of a pattern recently adopted 
by the Railway Executive as standard for ballasted track 
over major underline bridges and viaducts. These seem 
to have elicited several inquiries whether the illustration 
showed a narrow-gauge gauntleted with a standard-gauge 
track on a viaduct in Wales on the former Cambrian 
Railway, where narrow-gauge lines abound! No such 
arrangement, however, exists there, and Cambrian line 
bridges are single line. The photograph itself is of con- 
siderable intrinsic merit, and does justice to the Western 
Region Civil Engineer’s Department and to the product. 


Relay Interlocking in Italy 


[NTERLOCKING frames did not make their appearance 

in Italy until 1874 when two, totalling 50 levers, were 
put into service at Genoa. British influence made itself 
strongly felt and nowhere on the Continent did the signal- 
ling come so much to resemble that seen in the United 
Kingdom as it did in Italy. The first block apparatus used 
there was apparently that due to Charles Hodgson, the 
associate of Saxby & Farmer, from which that produced 
later by Cardani was derived. The most striking feature 
of Italian signalling, however, was the early recognition 
given to the possibilities of power operation and the extent 
to which the hydraulic system, tried first in 1886, became 
applied. After all-electric working of various types had 
been installed, beginning in 1924, standard circuits and 
designs of frame, and so on, were adopted, still using 
mechanical locking and individual levers, route-levers not 
then being favoured. Route-setting, combined with relay 
interlocking, has now appeared, however, as seen in the 
fine installation at Bologna, described in this issue. 
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Transport Bill in the House of Lords 


"PHE House of Lords completed the Committee Stage of 

the Transport Bill on March 9, 10, 11 and 12 and the 
Report Stage on March 18 and 19. All that remains now 
in this House is the Third Reading, after which the Bill 
goes back to the Commons for the final procedure before 
it receives the Royal Assent. There were two very 
important amendments concerning railway organisation, 
and attempts to secure others which were not successful. 
the broad pattern of the future organisation appears to 
have now been settled, and it is possible to see the outline 
emerging. The clause amending the 1947 Act as to the 
constitution of the B.T.C, originally increased the member- 
ship from nine to eleven. It also repealed the provision 
that not less than four menibers in addition to the Chair- 
man must be full time and left it to the Minister to decide 
whether any members should be full time apart from 
the Chairman. In other words, it would be a part-time 
board with a full-time Chairman unless (and to the extent 
that) the Minister decided otherwise. Obviously, there 
must have been a reason for this change in the constitution 
of the Commission, and no doubt Clause 16 of the Bill, 
providing for the reorganisation of the railways, was 
drafted with the possibility in mind that the Commission 
would be part-time. 

However, the proposed constitution of the Commission 
has now been changed. The maximum number of 
members and the Chairman is increased to 15, and the 
provision respecting part-time members is dropped. Thus 
the provisions of the 1947 Act remain in force and they 
enact that “ the Chairman and not less than four other 
members shall be required to render whole-time service 
to the Commission.” There could, therefore, under the 
new Bill be 14 full-time members in addition to the Chair- 
man, if desired, but there must not be less than four, apart 
from the Chairman. The amendment to restore the 1947 
Act on this matter was moved by the Opposition and 
accepted by the Government. In accepting it Lord 
Swinton, for the Government, said * we do not know the 
final composition of the Commission until we know the 
shape of things to come by way of organisation. But 

we think that it is unlikely, whatever form the 
reorganisation may take .. that one would be able to 
get on with less than four full-time members.” It has 
also been provided that of the 15 members of the Com- 
mission two (instead of one at present) shall be Scottish 
part-time members. 

Another important amendment was to give both Houses 
of Parliament an opportunity to discuss the draft scheme 
of railway organisation when propounded by the Minister 
of Transport. The Opposition wanted any criticisms of 
the draft scheme there may be to be effective before the 
scheme was final, but the way the Bill was drafted made 
it uncertain whether this would be possible. The Govern- 
ment, therefore, gave the following undertaking: “If there 
should be substantial criticism on a number of points, 
the House would not be asked to come to an immediate 
decision on the draft order. The Minister would take 
time to consider the criticism which had been offered. 
Having considered all this criticism, the Minister would 
then, if satisfied that there was a case for alteration in 
one or mcre respects, withdraw the draft and substitute 
a new one. If after all consideration the Minister thought 
a case had not been made out for alteration—that the 
plan as it stood was right—then he must be free to come 
back to Parliament and ask both Houses to approve the 
original plan.” There the matter rests. 

Conservative members of the House of Lords had put 
down an amendment to provide that the scheme itself 
should not be prepared by the Commission but by a com- 
mittee of not less than six people from outside the transport 
industry. In moving this amendment on March 11, 
Viscount Falmouth made the following statement :— 

“In 1947 the Act was passed setting up the British 

Transport Commission. Under the Act was set up also 

the Railway Executive. The rest of the picture was not 

filled in at all by Her Majesty’s Government. Those 
two bodies were given pretty well carte blanche to design 
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and lay out the future railway organisation of the country. 

They got together, and as a result of discussion and 

consideration they came to the conclusion that the way 

in which the railway systems of this country should be 
run was by a highly centralised functional organisation.” 

This statement is inaccurate. The decision to introduce 
a functional organisation was purely a Government one. 
Ji was the Government, for example, which appointed the 
Railway Executive, before any thought had been given to 
the type of organisation. The members of the Executive 
were selected because of their special knowledge of the 
main railway deparimental functions, and it was therefore 
ihe Government’s intention from the first that the organisa- 
tion should be functional. 

The amendment to have the new scheme prepared by an 
outside body was rejected by the Government. However, 
Viscount Swinton allowed himself to be indiscreet in think- 
ing aloud on the future course of events. The Commission 
was to be enlarged “and a good deal of new blood would 
come in.” That, he supposed, would take place at some 
time about August. That, he said, might provide an 
opportunity to introduce new people to help the Com- 
mission in the preparation of the scheme and thus go some 
way to meet the point of the amendment. In such an 
arrangement, however, “ you would have to be sure,” said 
Lord Swinton, “of the goodwill of the Commission.” 

The other main amendment was the one, also moved 
by Lord Falmouth during the Committee Stage, to provide 
for separate financial accounts for each area. The Govern- 
ment resisted the amendment but undertook to consider if 
statistics could be devised for the areas. On the Report 
Stage Lord Swinton introduced a new subsection into the 
provisions for the scheme of railway organisation, namely— 

“for the compilation and publication as respects each 

of those areas of such statements of operating costs and 

such statistics as may be so specified.” 

The words “as may be so specified ” will be speciaily 
noted. The new subsection therefore depends on the 
scheme, and this point will no doubt be scrutinised with 
care when the scheme itself comes before the House. 
Lord Swinton was quite definite that the Government would 
not make it a requirement that separate financial accounts 
should be published for each area. 


January Operating Results 


UR four-weekly analysis of operating results, reported 
by the British Transport Commission in the 1952 
series Of Transport Statistics, revealed few signs of de- 
velopment in either freight or passenger services. After 
the middle of May British Railways handled a diminishing 
tonnage of high-class merchandise, but carried more 
minerals and coal. Throughout the year British Road 
Services hauled less traffic than in 1951, the decreases being 
heaviest in the last six months. British Railways and 
London Transport lost a large amount of passenger busi- 
ness, though road passenger transport, running services 
for the Commission in the provinces and Scotland, carried 
many more millions of people by bus, coach, and trolley- 
bus. 

Number | of the new series of Transport Statistics shows 
that for the most part similar trends persisted in January. 
Traffic receipts for the next four-week period appear to 
indicate a further recession in February. At the time of 
writing, the prospects of our State-owned transport im- 
proving its results this year are far from bright. 


BRITISH RAILWAYS FREIGHT TRAFFIC 


The table at the top of the next page summarises the 


January freight traffic statistics for British Railways. 
For the first time merchandise tonnage fell below 
4,000,000. Since January, 1949, this high rated traffic has 


decreased by 584,000 tons, or 13 per cent. On the other 
hand, the forwardings of minerals and coal were the 
highest for the January period. The Western and Southern 
were the only Regions to originate less traffic; they fared 
badly in 1952, and had further losses in January of 135,000 








360 THE 
| 
Four weeks Incr. or | Incr. or 
Statistic for British Railways . to decr. decr. 
January 25 on 1952 per cent. 
Tons originated (000) 
Merchandise & livestock ,, 3,763 286 7-0 
Minerals ses _ ‘ 5,132 251 §:2 
Coal & coke ... ; 3 13,511 494 3:8 
Total ... 22,406 459 2-1 
Net ton-miles 1,724,193 39,779 2:3 
Loaded wagons 2,667 19 0:7 
Wagon miles _ m= 338,504 8,732 2°5 
Freight train load ...(tons) 160 ! 
a » speed (m.p.h.) 8-15 0:08 
Net ton-miles per train hour 1,074 20 1-8 
Wagon miles ” ia 211 4:4 2:0 


tons (3-4 per cent) and 76,000 tons (11'2 per cent) respec- 
tively. The Scottish Region began the new year well with 
an increase of 177,000 tons (7°9 per cent); it was also the 
one Region to work a small amount of additional ton- 
miles. 

The last three entries in the table indicate some loss of 
mobility in January, though 163,000 fewer freight train 
miles were run. Coaching train miles were up by 367,000, 
or 2:1 per cent. Two-thirds of that extra mileage was run 
in the London Midland and the Western Regions, where 
freight train speed dropped to 6°92 m.p.h. and 8°23 m.p.h., 
respectively. The all-line average speed was put in the 
shade by the Scottish Region return of 10°13 m.p.h. The 
London Midland and Western Regions were responsible 
also for lowering the general average “net ton-miles per 
train hour.” The L.M.R. figure fell by 15 points to 1,028 
and the Western figure by 69 points, or 6 per cent, to 1,030. 
In contrast, the North Eastern worked 1,355 ton-miles in 
The third 
measure of movement, “ wagon miles per train hour,” was 
held down to 211 by the London Midland Region return 
of 201 and the Western Region lapse in recording 195. 
Up to June, 1952, the Western’s result was above the 
London Midland figure; from July onward, except in one 
period, it has been below. This is a heavy change from 
the three years 1936-38 when the G.W.R. worked an 
average of 267 wagon miles in a train hour. 


ELECTRIFIED FREIGHT LINES 


The working of the Manchester-Sheffield-Wath electri- 
fied lines improved somewhat in January. The number of 
loaded wagon miles. 664,857, was larger than in any pre- 
vious period, except March, 1952. The percentage of 
loaded wagon miles to the total mileage of 949,649 was 70, 
compared with 66 in March. Train engine miles numbered 
24,083, 400 less than in November, when about 20,000 
fewer wagon miles were worked. Train speed at 7°52 
m.p.h. was the highest since July and the output of 123 
wagon miles in a train engine hour was a distinct advance 
on the last four periods of 1952. No trouble was experi- 
enced with the locomotive stock, so that the initial report 
for 1953 is encouraging. 


RAILWAY PASSENGER TRAFFIC 

In December, British Railways originated 78,467,000 
passenger journeys, a decrease of 1,364,000 (1:7 per cent). 
The aggregate for the year 1952 was 988,997,000, a decrease 
of 12,311,000 (1:2 per cent). Broadly, only one passenger 
in four paid a substantial ordinary fare. The issue of ex- 
cursion, weekend and other cheap tickets rose by 11°5 
million to 265,094,000, but the average fare was about 
ls. 3d. The issue of early morning and workmen’s tickets 
at an average fare of 9d. was smaller by 11°6 million (5:3 
per cent) and season ticket journeys, which may be priced 
at 1s. each. declined by 3:5 million (1:2 per cent), more 
than half of the loss taking place in the Southern Region. 

The number of first class passengers in 1952 was 
21,492,000, a decrease of 3.023,000, or 12°3 per cent. The 
London Midland Region lost 1,031,000 passengers (11°8) 
per cent and the Southern 866,000 (13°5 per cent). First 
class travel is now less than half of what it was before 
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the war; since 1948 it has declined in volume by 26°6 per 
cent. 

Last year, London Transport railways carried 581,736.00 
people, nearly 40 million fewer than in 1951 (6°4 per cent), 
They began the new year with a further loss of 2,151.00 
passengers (4:5 per cent) in January, but were able to 
reduce railway car miles by 5 per cent. 


ROAD TRANSPORT 

The tonnage of traffic handled by British Road Ser\ ices 
in January was 2,852,000, a decrease of 530,000 tons (!5°6 
per cent). Vehicle miles were reduced in consequence by 
7,366,000 (12'8 per cent) to 50,051,000. 
Road passenger transport carried 172,333,000 passen 


dy» 
an increase of 3,261,000 (1°9 per cent). Car miles tota\'ed 
39,027,000, an addition of 484,000 (1:3 per cent). e 
progress of the provincial and Scottish bus undertaki:gs 
stands in sharp contrast to the retrogression of London 


Transport road services, which carried 270,182,000 passen- 
gers, a decrease of 18,778,000 (6°4 per cent). A cut of 
491,000 road car miles (1:4 per cent) will not go far to 
recompense London Transport for such a large loss of 
business. 


An Expanding Industry 


HE courageous and soberly optimistic views voiced by 
Mr. A. J. Pearson, Chief Officer (Administration), the 
Railway Executive, on the future of the British railways, 
the subject of an editorial article last week, have rightly 
aroused considerable interest in the daily Press. What has 
aroused the greatest interest is his robust confidence in the 
railways as an expanding industry; in their ability to stand 
up, in the long run, to the competition with other forms of 
transport resulting from passage of the Transport Bill; 
and as a profitable field for capital investment of at least 
£500 million. 

It is stimulating to find a railway spokesman with faith 
in the future of his own system as a commercial concern. 
That the railways are essential to the national economy is 
generally, if dimly, realised; but the figures quoted by 
Mr. Pearson are conclusive. Coal still is the mainstay of 
the economic life of Britain, and whatever developments 
there may be in generating power and light nearer the 
source of coal, its efficient carriage will be vital to national 
existence for years to come. British Railways convey nearly 
four-fifths of the deep-mine coal needing transit in this 
countiy; and of the rest, much is moved short distances by 
road, and much by the National Coal Board’s railways to 
staithes and so on for export, so that the main-line rail- 
ways are vital as carriers of coal for domestic needs alone 

in 1952 they carried 170 million tons of coal and coke, 
including large quantities of coal for export. This is but 
one, though the principal, service which British Railways 
perform for the community. On the passenger side, the 
proportion of public passenger transport receipts accruing 
to British Railways, 37 per cent—in so far as this is a true 
comparison, though the marginal error strengthens the rail- 
ways’ case—shows how essential the railways are as 
carriers; for in considering this proportion account must 
be taken of the many short journeys by bus and Under- 
ground in London and by urban transport in other centres 
of population, and of the relatively low railway receipts 
from season tickets. 

It may well be that as high a proportion of the national 
transport of passengers and commodities is effected by 
the railway systems of some other countries. British Rail- 
ways, however, are unique among major European systems 
serving an economy that bears any comparison with 
Britain in its degree of industrialisation and development 
of road transport, in that they pay their way. They show 
every prospect of doing so in increasing measure after, 
perhaps, a temporary setback in merchandise receipts when 
first exposed to increased competition under the new 
Transport Act. They are also unique in their density of 
traffic, compared with any major railway in the world. 
Their operating statistics for the last five years are sufli- 
cient proof of increase in output and efficiency. 
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This is a remarkable achievement for a concern which, 
unlike some Continental railways, has been starved of the 
capital needed for development. The Manchester Guar- 
dian, commenting on Mr. Pearson’s paper, says “ In many 
ways we have better railways than we deserve. We have 
grumbled at their shortcomings and grudged the money it 
needs to put them right.” These disadvantages, to what- 
ever extent overcome by efficiency in management includ- 
ing substantial economies, are not the main theme of Mr. 
Pearson’s paper. He looks forward, not back. The rail- 
ways can be relied on to make the most of whatever 
opportunities they may get of capital development, tech- 
nical improvement, and improved operation; to avail 
themselves of their new freedom in charging; and to over- 
come the rigidity and conservatism in their management 
and staff of which they have been accused. In due course, 
they probably will evolve a sound basis for co-ordinated 
public transport service embracing the various forms of 
transport. But their ability to do so will depend largely 
on the support they receive from the Government, which 
can enable them to help themselves by derestricting capital 
expenditure and inaugurating a period of capital develop- 
ment and by freeing steel supplies. Such a forward policy 
should increase public faith in an expanding major 
industry. 


Iraqi State Railways 


THE report of the Iraqi State Railways for the year ended 
March 31, 1951, which we have received from General 
Ismail Safwat, Director-General, shows that operating 
during the year under review produced reasonably satis- 
factory results. At the time of framing the Budget esti- 
mates there was every indication that expenditure would 
exceed income; consequently estimates displayed a deficit 
to the extent of I.D. 92,200. Happily, however, results 
have proved otherwise and the accounts show a net surplus 
of I.D. 53,200, although the receipts from traffic fell short 
of the budgetted forecast by I.D. 21,000. 
The following are some of the principal results : — 


Railways 1949-50 1950-51 
Train-kilometrage (thousands) ... 4,704 4,540 
Passenger-journeys 3,609 3,809 
Goods ton-kilometres ,, ae 657,097 644,480 
Coaching receipts (1.D. thousands) a 832 819 
Goods receipts oe nan 2,527 2,486 
Miscellaneous receipts ,, en 15 24 
Total revenue from operation 

(I.D. tralia 3,374 3,329 
Working expenses 3,141 3,259 

Airways— 

Passenger journeys (thousands) on 16-4 16°6 
Revenue ton-miles (passenger, bageage, 

mails and cargo) (thousands) . x 614-8 518-2 
Revenue (1.0. thousands) 257-3 281-5 
Expenditure 3632 283-7 


Although the year ended with a reasonable cash balance 
for current expenses, the report states that the actual cash 
position of the railway still was in a precarious state, as 
once again in the absence of specific funds to meet capital 
expenditure it became necessary to use a considerable por- 
tion of the traffic earnings for essential works. 

With the approval of the Government, arrangements 
were made for an examination of the affairs of the railway. 
A commission of three, from the firm of Messrs. Rendel 
Palmer & Tritton, of London, visited Iraq and spent October 
and November, 1950, carrying out an investigation. The 
terms of reference were: to examine the railway’s accounts 
and ascertain the true financial position; to advise on the 
sanctioned major development programme in its economic 
aspects with particular regard to the financial position; to 
advise on rehabilitation and modernisation; and to 
investigate and advise on the most suitable form of motive 
power. 

Shortage of permanent way materials allowed only the 
most urgent track renewals to be carried out during the 
year. Altogether 22 miles of metre-gauge track were re- 
laid, and 44 miles of standard gauge track were resleepered. 
Work on the Baghdad combined rail and road bridge was 
completed and it was taken over from the contractors in 
October, 1950. Pending a decision on the Baghdad West 
development scheme, temporary track alterations were 
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carried out, to connect the Baghdad North - Baghdad East 
section with Baghdad West over the bridge. The bringing 
into service of this bridge provided the long-awaited link 
between the two sections of the system on either bank of 
the Tigris, and made possible the running of through trains 
from Basra to the Northern Liwas of Kirkuk and Erbil and 
the oilfields in that area. 

With the resumption of deliveries of materials from the 
United Kingdom for the new passenger station at Baghdad, 
work was expanded again and gradually returned to normal. 
By the end of the year practically the whole of the main 
shell of the building and roofing had been completed. 


U.S.A. Railway Operations in 1952 


pS our issue of December 5, 1952, we discussed traffic 
trends on the U.S.A. railways during the first nine 
months of 1952. Our article was based for the most part 
on the monthly financial returns and statistics circulated 
by the Association of American Railroads and on the 
Interstate Commerce Commission surveys of railway 
results. Last month we were able to study a comprehen- 
sive review of railway operations in 1952 prepared by Dr. 
J. H. Parmelee, Vice-President & Director, Bureau of 
Railway Economics, A.A.R., and published in a special 
number of our American contemporary, Railway Age. 

We were gratified to find that his analysis of the year’s 
working confirmed our views about the U.S.A. railway 
position. Business-wise, Dr. Parmelee says, 1952 was a 
“big” year. Industrial activity was high, especially in 
November, and would have been higher but for labour 
troubles during the summer at steel plants, iron-ore mines, 
and collieries. These strikes were responsible for the 
great bulk of a decline in freight traffic, while reduced 
military requirements were one cause of a small decrease 
in passenger travel. Though the volume of traffic was 
less, operating efficiency ran close to or at record levels. 
In particular, the statistics, which measure freedom of 
traffic movement, held on the upward trend shown in 
recent years. These developments are worth examining in 
some detail. 


VOLUME OF TRAFFIC 


In 1952 the U.S.A. railways forwarded 37,983,400 
wagons under load, 2,515,800, or 6:2 per cent, fewer than 
in 1951. Loadings of coal were 10 per cent down, of coke 
20 per cent and of iron ore nearly 12 per cent. As the 
average wagon load of coal is 58 tons, of coke 36 tons, 
and of iron ore 63 tons, ton-miles were bound to decline. 
The extent of the fall was from 646,620 million in 1951 
to 612,000 million. This decrease of 34,620 million ton- 
miles, or 5-4 per cent, exceeded by about one-third the 
total ton-miles worked by British Railways last year. 
Measured by the volume of freight movement on the 
U.S.A. railways, 1952 was little better than an average 
post-war year. 

Passenger miles totalled approximately 34,200 million, 
about 1 per cent below the 34,614 handled in 1951. The 
decrease took place in the second half of 1952, being 
strongly marked in September and October. 


INDICES OF OPERATING EFFICIENCY 


The table below compares six significant freight traffic 
statistics for ten months of 1952 with the figures for the 
years 1951 and 1948. 


U.S.A. RAILWAYS OPERATING RESULTS 


Freight traffic statistic | (10 cain | 1951 | 1948 


195 
Wagon load (tons) in wa “a 32-5 33-0 32-9 
Daily mileage of wagons ... - ron 46 47 47 
Train load (tons) ... 1,299 1,301 1,176 
Train speed (m.p.h.) pe on 17-5 17 16-2 
Ton-miles per freight train hour 22,521 21,767 18,778 
Daily mileage of locomotives... “ss 126 123 117 


The first two entries show that rather less use was made 
E 
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of the wagon stock last year, as is apt to be the case when 
traffic falls off. For one thing, more wagons were detained 
beyond the free period of 48 hr. A lighter train load is 
also to be expected, but last year it was only 2 tons below 
1951 and remained 123 tons, or 10 per cent, above 1948. 
The average train carried as large a tonnage as seven 
trains in this country, moved twice as fast as a British 
train at a record speed of 17:5 m.p.h. and so helped to 
raise the output of net ton-miles in a freight train hour to 
a new peak of 22,521, fully 3 per cent over 1951 and 
nearly 20 per cent over 1948. The U.S.A. freight train 
did in an hour 174 times the amount of work performed 
by the average train on British Railways. By running 
126 miles a day the U.S.A. freight locomotive made 
another record and the passenger locomotive also broke 
all records by covering 265 miles a day, an increase of 
7-5 per cent on 1951. The average speed of passenger 
trains rose to 38:3 m.p.h., eclipsing the British average for 
either steam or electric traction. 


THE DIESEL UPSURGE 

Such a high standard of railway operating could not 
have been attained without the extensive use of diesel- 
electric motive power. Dr. Parmelee calls its rapid and 
progressive adoption since 1944 “one of the high lights 
of post-war railroad operations.” In 1944, diesels worked 
4 per cent of gross ton-miles, 8 per cent of passenger car 
miles and 21 per cent of locomotive hours in yard service. 
In 1952, these proportions changed to 65, 71 and 76 per 
cent, respectively. 

During 1952, the railways installed 2,395 diesels, 19 
steam locomotives and one electric locomotive. They 
“retired” 5,316 steam and 27 electric locomotives. At 
the end of the year they owned 14,657 diesels, 15,903 
steam, and 665 electric locomotives; of these 139 diesels, 
1,890 steam and 32 electric locomotives were under repair. 
They thus began 1953 with a serviceable stock of 14,518 
diesels, 14,013 steam and 633 electric engines. On Janu- 
ary 1 they had on order 807 diesels, 15 steam and 10 
electric engines. When these are delivered, the diesel will 
be supreme. Its average tractive power as operated is 
now about 83,150 Ib., compared with 60,090 Ib. for the 
steam and 66,480 Ib. for the electric locomotive. That 
explains how it has been possible to reduce the total stock 
of the three types of locomotive by 10,000, or 24 per 
cent, since 1946, 
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Development of diesel-hauled mileage in different 
classes of traffic on the U.S. railways 


The steel strike in June and July did not hinder the 
construction of new locomotives very seriously, but it 
completely upset wagon building programmes. The rail- 
ways wished to add 10,000 new wagons a month to their 
stock. The number put into traffic during 1952 was 
67,420, nearly 20,000 fewer than in 1951. Withdrawals 
were so heavy that at the end of the year the total stock 


RAILWAY GAZETTE 


March 27, 1953 


of 1,838,777 wagons was only 5,180 larger than at the end 
of 1951. For the first half of 1953, supplies of steel will 
suffice for the building of no more than 7,500 wagons a 
month. 


FINANCIAL RESULTS 

Despite decreased traffics, financial results improved, 
largely because of the advance of 6°8 per cent in freight 
rates which took effect in May. Both operating revenues 
and expenses climbed to new peaks, but the rate of return 
on property investment and net income (after charges) 
were less than in 1950, though above 1951. The table 
below summarises the income account for 1952 and 195], 


U.S.A. RAILWAYS INCOME ACCOUNT, 1952-1951 


ae 1952 1951 Increase 

| (millions) (millions) | per cent 
$ $ 
Freight operating revenue ae 8,800 8,634 1-9 
Passenger ‘s er ene ie 910 901 1-0 
Total re — wile 10,600 10,391 2:0 
s ss expenses as 8,065 8,041 | 0:3 
Taxes ee is ae Sed 1,300 1,203 8:0 
Net railway operating income ... 1,050 943 11-4 
Net income ee nak “es 775 693 11-8 
Rate of return on investment .. 4 per cent 3-69 per cent - 
Operating ratio... one of COPE oe 77°4 — 


[he rate of return is the ratio of net railway operating 
income to investment in road and equipment, material and 
supplies, and cash, after deducting accrued depreciation. 
For the ten years 1943-52, the average rate of return was 
3-95 per cent. Dr. Parmelee’s emphatic comment is quoted 
in full: ** This would be inadequate under any conceivable 
conditions of the national economy; it is highly inadequate 
under the conditions of top production levels and general 
prosperity now prevalent. With the requirement resting 
on the railroads for improved plant, more freight cars, 
and greater efficiency and economy, their net earnings 
should be sufficient to finance a substantial proportion of 
the heavy capital expenditures that are, and will continue 
to be, needed for the improvement programme.” If the 
railways had not been managed prudently, they could not 
have held the operating ratio at 76:1 per cent in a year 
when the average earnings of their 1,226,400 employees 
were $4,342, more than 2} times the 1940 average of 
$1,913. A return of 6 per cent would be a fair recom- 
pense for services rendered. 


THE OUTLOOK FOR 1953 

Writing in December, Dr. Parmelee regarded the railway 
outlook as “a mixed and uncertain one.” He mistrusted 
optimistic forecasts of prosperity and thought that the 
prospect for increased net earnings this year was none 
too clear. The trend of freight traffic in the first six 
weeks of 1953 justified his hesitation to foretell future 
developments. Shippers’ Advisory Boards had estimated 
the wagon loadings would increase by 1:7 per cent in the 
first quarter of the year. Actually a decline in each of 
the six weeks to February 7 gave the A.A.R. some con- 
cern. The total decrease for the six weeks was 253,000 
wagons or 5:9 per cent. Every group of commodities, 
except ore, shared in the decrease. Coal loadings were 
down by 177,000 wagons, or about 70 per cent of the 
total loss. A relatively mild winter, increased competi- 
tion from fuel oil on the Eastern seaboard and reduced 
exports have combined with other factors to restrict coal 
output. Traffic trends sometimes change suddenly in the 
United States, but we shall not be surprised if 1953 turns 
out to be a difficult year for the A.A.R. and its member 
companies. 

It is significant that Mr. David I. Mackie, General 
Counsel, Delaware, Lackawanna & Western Railroad, has 
been appointed full-time Chairman of the Eastern Rail- 
roads Presidents’ Conference, to draw up “a vigorous and 
positive programme ” to reverse the drift towards nationali- 
sation, which has been caused by the present unsatisfactory 
financial condition of the railways. 
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THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


The late Mr. Ernest Pugson 


March 17 

SiR,--I was deeply moved by the appreciation of Mr. 
Ernest Pugson’s personality and achievements appearing 
over the initials R. A. R. in your March 13 issue. 

rhrough work carried out by my firm for British Rail- 
ways and the former companies it was my good fortune 
to have known Ernest Pugson for a number of years and 
news of his death came to me as a severe shock and per- 
sonal bereavement. 

{n this 1 am sure I speak for many outside British Rail- 
ways whose work brought them into contact with Mr. 
Pugson. His energy, forthrightness, tenacity and brilliance, 
coupled with, as “R. A. R.” writes, a lovable personality 
endeared him to all who knew him. He will not be for- 
gotten, for he left his mark on all who knew him. 

Yours faithfully, 
G. F. RYLAND 
James Gibbons Limited, St. John’s Works, Wolverhampton 


Railway Timetables 


March 7 

Sik,—The majority of regular railway travellers obtain a 
copy of the current Regional railway timetable to keep up 
to date with train timings. The possession of such a time- 
table does not mean that the user has the latest information 
on train timings as alterations and additions are made at 
varying intervals, and such alterations and additions are 
given in supplements which are issued monthly but are 
not easily obtainable by the public. 

So that the public holders of the Regional timetables may 
be certain of obtaining these monthly supplements, may | 
suggest that a postcard be inserted in each Region time- 
table, asking for these supplements to be sent to the holder 
of the timetable. These postcards could be similar to 
those included in the British Railways holiday guides, but 
with different wording. The return of these postcards 
from persons requiring the supplements would give the 
railways a list of those to whom information could be sent, 
on excursions and other railway information useful to the 
travelling public. 

\s the maps at present included in railway timetables 
are on too small a scale to allow all the stations to be 
shown I suggest that district maps be also included in the 
timetables. 

Yours faithfully, 
A. S. WHITNEY 
91, Osborne Road, Queens Park, Northampton 


Hotels Executive Catering 


March 2 

Sir,—Mr. Franklin’s reply in your February 6 issue is, 
when fully analysed, no real reply to my letter of January 
30. Am I to take it that the N.U.R. supports the present 
policy of the Hotels Executive? It is obvious that the re- 
marks made by Mr. Franklin are personal, and not those 
of the rank and file of the N.U.R. Like me, the average 
working member of the N.U.R. can ill afford to pay 7s. 6d. 
for a main meal. 

I presume Mr. Franklin is no caterer, and neither can he 
claim to have had practical experience in catering costing. 
He should understand that all jobs are run on a costing 
basis, except all nationalised concerns. A contractor who 
decided to accept a £500 contract and paid £1,500 in wages 
to cover such a contract would never remain in business 
for long. How much longer the public is going to bear 
the heavy losses incurred by the present Hotels Executive 
policy I do not know, but I think it is high time changes 
in policy were made. 

Mr. Franklin mentions “ overhead charges,” and wants 
to know whether I have any idea of what these are. 
Neither I nor any other “ shareholder ” of British Railways 


knows anything about these so called “‘ overheads.” These 
need looking into very carefully, and as in all commercial 
concerns which do not pay their way, the overhead charges 
can be seriously pruned and great economies achieved. The 
catering trade is one where loss is unknown, if the business 
is run by a manager who knows his job. 

If Mr. Franklin can name one commercial catering 
organisation in this country which goes on from year to 
year, making fantastic losses annually, perhaps he will be 
good enough to let me know which it is. I only know of 
one—the Hotels Executive. 

Yours faithfully, 
ERIC DAVIES 
Royston House Commercial Hotel, 3, Chequer Road, 
Doncaster 


Isle of Wight Railways 


March 13 

Sik,—The decision of the Railway Executive to close 
to passenger traffic most of the lines in the Isle of Wight 
is unfortunate. The decision to close Bembridge branch 
in early June is certainly most ill-timed, only a fortnight 
before the Naval Review when the lines of the island 
might have the opportunity of carrying more traffic than 
at any other time in their history. In any case, it does 
not seem right to close lines carrying holiday traffic at the 
commencement of a holiday season. Surely the closing 
of the Bembridge branch could at least be delayed until 
September? 

Yours faithfully, 
J. B. LATHAM 
18, Wheatsheaf Close, Woking 
March 9 

Sir,—The B.T.C. has not indicated how bus services are 
to handle the heavy summer weekend traffic in the Isle of 
Wight more profitably than rail, particularly as many of 
the roads allow only single line traffic. Possibly this prob- 
lem will solve itself quickly as after the initial experience 
of fighting, luggage laden, for buses at the end of a long 
journey, passengers will no doubt learn to avoid the Isle 
of Wight. In fact if the Railway Executive presses home 
its policy with vigour, it will be able to de-electrify and 
single the Waterloo-Portsmouth line in a few years. 

How much better if the island railways were recognised 
as a small part of a profitable whole and re-organised to 
secure the maximum economies. The obvious first step 
is to replace steam by diesel traction. Removal of the 
expensive facilities necessary for servicing and fuelling 
steam locomotives would result in great economy, quite 
apart from the direct saving brought about by the lower 
cost per ton or passenger mile of the diesel. 

On the island, diesel-electric vehicles of 500 h.p. should 
be used, as this form of transmission is most suitable for 
multiple-unit operation and cannot be damaged by ill 
treatment by driving staff, which unfortunately cannot be 
said of other forms of transmission. In addition an or- 
ganisation familiar with the maintenance of electric trans- 
mission is already in being on the Southern Region. 

A railcar of the type mentioned can haul up to three 
trailers and any number of such sets can run in multiple 
with a crew of two. Running solo such cars could handle 
all freight traffic on the island. Maximum economy would 
be obtained by using similar railcars on local and cross- 
country services in the Southampton area, where major 
overhauls would be carried out and employment made 
available in the winter for cars surplus to island needs. 

Money which should be available for such schemes and 
for electrification is being squandered on the provision of 
obsolete, wasteful motive power and its attendant fixed 
installations. i 

Yours faithfully, 
W. J. WILLIAMS 
10, Rathgar Avenue, W.13 
E 2 
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THE SCRAP HEAP 


Clean Sweep 


If each platform at every terminus 
were fitted with 12 power plugs, each 
15 yards apart, and 24 cleaners supplied 
with portable electric sweepers, fitted 
with long cables, every train arriving 
could be cleaned in about five minutes. 
—From a letter to the “ Daily Sketch.” 


Peep Across the Curtain 


Sibley’s Halt, on the recently-closed 
Elsenham and Thaxted branch railway, 
is 409 ft. above sea level and one of the 
highest points in Essex. The late Lord 
Richard Braybrooke of Audley End 
assured me that, in a straight line east 
across Germany and Poland, this alti- 
tude is not exceeded until the Ural 
Mountains are reached.—From a letter 
to the “ East Anglian Magazine.” 


Railway Safety 


We run no risk of contradiction when 
we assert that the aspect of railway man- 
agement just now is exceedingly alarm- 
ing. Scarcely a day passes without the 
report of some accident in our columns, 
and these accidents have been recently 
attended with a loss of life both extra- 
ordinary and deporable. When the re- 
turns.... have been published, we shall 
be much surprised if the casualties of the 
quarter now expiring do not prove more 
than twice as numerous as those of any 
like period in former years..... 

One of the worst symptoms of the 
case is the tendency to treat these acci- 
dents as matters of course, or at any rate 
to provide for compensation rather than 
prevention. Instead of removing causes 
it is sought to mitigate effects. Instead 
of improvements in punctuality, vigil- 
ance, or general precautionary arrange- 
ments, we hear of assurances against 
death or wounds, carriages built 
expressly for collisions, and _ penal 


statutes against railway companies for 
professional homicides. Travelling by 
rail has come to be regarded very much 
like voyaging by sea—as a service full of 
dangers against which no forethought 
can provide, and which can only be en- 
countered by intrepidity, resignation, 
and life-assurance.—From “ The Times,” 
March 11, 1853. 


Sunday Trains in Scotland—1853 


The audacious fraud attempted to be 
practised by the small and _ fictitious 
minority of shareholders in the Edin- 
burgh, Perth & Dundee Railway Com- 
pany, to override the majority on the 
subject of Sunday trains by means of a 
surreptitious procuring of proxies, was 
signally defeated at the meeting on 
Thursday. The bona fide shareholders 
resident in and near Edinburgh, in- 
dignant at the trick, mustered in 
strength sufficient, we believe, not only 
to have out-voted the interlopers by ten 
or twelve to one, but to have counter- 
balanced also their furtively procured 
proxy votes. Owing, however, to that 
incapacity or imbecility of which a cer- 
tain species of cunning is so often the 
accompaniment, the young men, who 
have taken the question in hand framed 
their motion in so eminently absurd a 
form, that no vote could be taken upon 
it. It directed that no servant of the 
company should be employed to any ex- 
tent on Sunday; while by Act of Par- 
liament, the company are bound to make 
a certain number of Sunday passages to 
Burntisland—according to the principle 
which the Legislature has acted on in 
all cases where it has given to any body 
of persons a monopoly of the means of 
transit, and which ought to have been 
applied to railways also. The motion 
being thus incompetent, the tricksters 
have lost their labour, their money, and 
any rags of character they had. No 
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Special coach built in 1863 for the use of the Governor of Bombay 


fact can be more certain than tat an 
overwhelming majority of the compan; 
are in favour of a morning and evening 
Sunday train—From “ The Scot:man” 
of March 12, 1853. 


Specials for 13,000 Schoolb::ys 


London Midland Region is rinning 
22 special trains for some 13,000 school- 
boys from all parts of its territory to 
watch the England v. Wales Schoo!boys’ 
International at Wembley Stadium on 
Saturday. The first train arrives at 
Euston at 5.13 a.m. tomorrow from 
Manchester, and subsequently irains 
will be arriving at Wembley, Euston, 
and St. Pancras throughout the 
morning, 


Lugubrious Luncheons 


I hied myself, at high noon, to the 
snack bar at Paddington Railway Sta- 
tion .... The experience was gruesome. 
Gloomy clerks in thickly wilting over- 
coats of nondescript hues, absorbed 
viciously red soup and greyish white 
sandwiches, here and there varied by 
stone-coloured mince meat embalmed 
in yellowish pastry—one lost soul 
seemed to be dining off an enormous 
plate of heavily varnished brown bath 
buns. He held his hat on his knees, 
at the same time manipulating a knife 
and fork. Delicate circles of a pallid 
liquid festooned the table tops. Never, 
even, a matey plate of steaming sausage 
and mashed. Never a steak and kidney 
pudding! Pale ochreous tea flushed a 
multitude of sad gullets. Never a clash- 
ing of cups, nor a rousing song to Polly 
the Queen of the Palladium Girls, nor 
a muttered toast to the Minister of 
Transport. — From “ Books of the 
Month.” 


Pay Up and Smile 


Fares go up and spirits down 
Along the lines to London Town. 
Learned counsel, highly paid, 
In melancholy tones parade 
The reasons why the B.T.C. 

Is going broke like you and me. 


Like the scaly crocodile 

I hide an unbelieving smile 

And weeping softly all the time 
Dissimulate my thoughts in rhyme, 
Speaking my doggerel refrain 

To daily travellers by train. 


London Transport’s in the red! 
Breathes there a man with soul so dead 
He'll grudge a copper here and there 
To pay an economic fare, 

Or fail to smoke and drink the less 
To extricate them from the mess? 


Ide pleasures, folly’s brood, 
The snares of football pools and food. 
These the noble heart forswears 
And strictly calls for higher fares, 
Sustained by one uplifting thought— 
A surplus in the next report. 

B. K. ¢ 
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OVERSEAS RAILWAY 


INDIA 


Concession Fares to Hill Stations 


Since March 1, return tickets at one- 
and-a-half times the single fare, for first, 
second and inter class travel, available 
for three months, are being issued for 
important hill stations. 


* Go-as-you-please ” Tickets 


To mark the Railways Centenary 
celebrations the Railway Board has 
decided that “Shatabdi” tickets for 
third class travel at Rs.30 per ticket shall 
be issued from April 1 to April 16, 
available for 14 days from the date of 
issue and over the railway system on 
which issued. Holders of these tickets 
may travel as they please over the entire 
system concerned and as many times 
as they desire within the prescribed 
period. 


Calcutta Suburban Electrification 


The scheme for electrification of Cal- 
cutta suburban lines of the Eastern Rail- 
way, mentioned in our March 6 issue, 
includes the section of the former E.I.R. 
between Howrah and Burdwan, some 
60 route miles. 

With a view to relieving the serious 
congestion of road traffic during peak 
hours, a proposal to extend the subur- 
ban services, which now terminate at 
and originate from Sealdah and How- 
rah, over the Calcutta Port Commis- 
sioners’ Railway up to Fairlie Place, is 
at present under investigation by a 
committee of the chief interests con- 
cerned, with a non-official chairman. 


PAKISTAN 


Bara Bridge Renewal 


On the North Western Railway, plans 
are nearing completion for re-girdering 
the two 105 ft. spans of the Bara Bridge 
between Nowshera and Peshawar. The 
existing pony trusses will be replaced 
with through type spans, the triangu- 
lated girders of which will have six 
panels and a depth of some 21 ft. 
between chord intersection lines. Con- 
sideration is being given to allowance 
for overhead electrification, for which 
power would be taken from the Warsak 
hydro-electric station under construc- 
tion on the Kabul River some ten miles 
from Peshawar. 

The new spans of the Bara Bridge, 
designed for M.L. loading, and fabri- 
cated in mild steel, will weigh 714 tons, 
some 14 tons lighter than the modern 
pony-truss spans of the Nari Bridge on 
the Sibi-Quetta line constructed in 1945 
to the same loading and specification 
and of the same length. Both bridges 
were designed in the offices of the 
Bridge Department of the N.W.R. 


New Line Crossing Indus 


In connection with a new line to be 
constructed west of the Indus and run- 
ning northwards from Kashmor te a 
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(From our correspondents) 


point opposite Kot Adu, two stations 
north of Mahmudkot on the Shershah 
Kundian section, the 2 ft. 6 in. 
Jacobabad-Kashmor line is being con- 
verted to broad gauge. The project 
includes a new crossing of the Indus 
near Kot Adu. 


ARGENTINA 


Transfer of Electric Stock 


To improve the suburban services of 
the D.F. Sarmiento Railway, electric 
stock has been transferred to it from 
the General Mitre Railway. 


General Belgrano Suburban Services 


The suburban line of the General Bel- 
grano Railway between Retiro and Del 
Viso is now double-track throughout, a 
second line having been completed be- 
tween Los Polvorines and Del Viso. 
Services have been increased, especially 
between these two stations. 


CANADA 
White Pass & Yukon Railway 


The White Pass & Yukon Railway 
may have to be re-routed if a $2,000 
million project by Frobisher, the mining 
and exploration company, is put into 
effect. This scheme will involve the 
flooding of thousands of square miles 
of the Yukon and the creation of a 
great lake as part of a power develop- 
ment scheme. It is intended to erect 
smelters to process both metallic and 
non-metallic ores from Canadian and 
foreign sources and to supply power to 
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AFFAIRS 


other industries which are expected to 
be built in Western British Columbia or 
the Yukon. A deep sea port for ocean 
steamers is also planned. 

The scheme, if carried out in accord- 
ance with the preliminary outline, would 
entail the removal of the towns of 
Whitehorse and Carcross and the re- 
routing of the northern part of the rail- 
way. 


UNITED STATES 
New Southern Pacific Marshalling Yard 


The Southern Pacific has completed a 
marshalling yard at Roseville, Califor- 
nia, point of convergence of the main 
lines from Ogden in the east, Portland 
in the north, the Joaquin Valley in the 
south, and San Francisco and Oakland 
in the west. The scheme has cost 
$4,500,000. There were four separate 
yards in the vicinity previously, but all 
the facilities are now concentrated in 
the new Jennings Yard (called after the 
Superintendent of the Sacramento Divi- 
sion, who began his career as a shunter). 

From the San Francisco end of the 
yard there are two ten-track receiving 
yards, westward and eastward, designed 
to hold 1,049 and 1,137 bogie wagons 
respectively. These lead to the hump, 
which has independent hump tracks for 
each of the foregoing yards, but con- 
nected below the control tower by 
double crossover roads, so that at the 
slacker periods one hump track can 
handle all the work. The hump tracks, 
controlled by twelve retarders (every 
wagon coming off the hump passes 


Indian Metre-Gauge Passenger Working 





“Photo) — 
Metre-gauge train hauled by 4-6-0 locomotive approaching Gorakhpur, North 
Eastern Railway, India 
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through the master retarder and two 
subsequent retarders), fan out into a 
classification yard of 49 tracks, designed 
to hold a maximum of 2,500 wagons. 
At the far end the classification tracks 
converge to six tracks leading to the 
departure yards, the westward with 10 
tracks holding 1,136 wagons, and the 
eastward also with 10 tracks holding 
1,119 wagons. 

At suitable points in the yard there 
are repair tracks for 110 wagons, tracks 
for cabooses, and icing tracks for re- 
frigerator wagons. Through running 
tracks are provided round the north and 
south perimeters of the receiving, classi- 
fication, and departure yards. The 
equipment includes wagon inspection 
pits, dragging equipment detectors, 
oilers, paging speakers and low-down 
talk-back speakers throughout the 
length of the yard, radio communica- 
tion between the shunting locomotives 
and the humpmasters’ and yardmasters’ 
offices, and teletype machines for trans- 
mitting shunting lists to the control 
towers. 


TUNISIA 
Diesel Workshops 


The new maintenance depot at 
Dubosville, near Tunis, opened last year, 
and devoted to maintenance of diesel- 
electric railcars and locomotives, re- 
places the former depots of Dubos- 
ville, Sousse, and Gafour. 

Deliveries to the Tunisian Railways in 
1952 comprised seven 735-h.p. diesel- 
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electric locomotives and six 300-h.p. 
railcars. These, with those recently in- 
troduced, permitted withdrawal of a 
considerable number of steam _ loco- 
motives, 106 of which have already been 
sold. 

Dieselisation has led the manage- 
ment to reorganise heavy repair shops, 
and transformation of shops, completed 
by the modernisation of equipment, is 
in hand. 


U.S.S.R. 
Railway Shortcomings Criticised 

The Railway Ministry and railway 
officers generally have been criticised 
for various shortcomings in a recent 
article in Pravda, which states that the 
throughput of traffic envisaged in plans 
for various sections of the U.S.S.R. rail- 
ways was not achieved or maintained. 
Pravda stressed the seriousness of these 
failures, which affect the supplies inter 
alia of coal, ores, and timber. Railway- 
men are enjoined to make greater 
efforts. The activities of railway officers 
are to be watched by Communist Party 
officials, who must also attend to the 
political education of railwaymen. 


WESTERN GERMANY 

High-Speed Passenger Services 
With introduction of the summer 
timetable on May 17, some S50 pairs of 
express and semi-fast passenger trains 
are to be much accelerated and recon- 
stituted as lightweight high-speed 





March 27, 1953 


trains; this has been facilitated by jn. 
creased output of new stock. The new 
timetable will include a pair of high- 
speed diesel railcars, the “ Montan Ex- 
press” between Frankfort and Liixem.- 
bourg via Mainz, Koblenz, and Trier; 
the journey time between Frankfort and 
Luxembourg will be slightly over 4 hr,, 
and there will be connections both ways 
at Koblenz from and to principal Ruhr 
stations and Cologne, making possible 
a return journey from the Ruhr in one 
day with over 8 hr. for business in 
Luxembourg. 


IRELAND 


Purchase of Matisa Tampei 
The Matisa ballast tamper, built 
specially for the 5 ft. 3 in. gauge, which 
has been on trial for some time. has 
been bought by C.LE. Its acquisition 
should prove valuable in reducing ex- 
penditure on track maintenance. 


C.1L.E. Wagon Programme 

As part of its re-equipment pro- 
gramme, C.I.E. is to build 1,000 new 
standard covered wagons at Limerick 
Works this year. These replacements are 
urgently required, as freight movement 
has been seriously hampered by the 
need to use old and obsolete rolling 
stock. An electric welding plant and an 
air compressor for riveting have been 
purchased. The output will be about 
ten wagons per week at the start, but 
is expected to increase to 20 wagons a 
week later. 








Publications Received 


The Track of the Ironmasters: A His- 
tory of the Cleator & Workington Junc- 
tion Railway. By W. McGowan Gradon. 
Published by William McGowan 
Gradon, Pear Tree Cottage, Altrincham, 
Cheshire. 70 pages. 8} in. x 5} in. 
Paper covers. Illustrated. Price 6s. 6d. 
—This is a complete and accurate 
account of the last of the small under- 
takings in Cumberland that arose out 
of the development of the iron and coal 
industries in the last century. All 
aspects of the railway are described, 
with a full account of the period imme- 
diately before absorption by the 
L.M.S.R. on grouping in 1923. The 
map and photographs reproduced do 
not do justice to the subject or to its 
treatment by the author. 


The Thomas Cook Story. By John 
Pudney. London: Michael Joseph 
Limited, 26, Bloomsbury Street, W.C.1. 
8 in. x 54 in. 264 pp. Illustrated. 
Price 15s.—The fascinating history of 
Thomas Cook’s first venture and the 
vast organisation into which it 
developed are entertainingly described 
by the author, who evidently has taken 
great pains with his material. The fact 
that the book was, in the words of the 
preface, “neither commissioned nor 
subsidised by the famous travel agency 
that Thomas Cook founded” shows 


the interest that the subject has for a 
large reading public. Mr. Pudney can 
marshal detail well, and his short 
account of the firm’s handling of the 
movement of the expeditionary force up 
the Nile in 1884 is good. From 
the railwayman’s and travel agent’s 
point of view, which is of interest to 


many not connected with transport 
even as travellers, the book is dis- 
appointing. |The author’s undoubted 


descriptive powers could have been 
used on fuller accounts of negotiations 
with railways, of the machinery of 
tickets and coupons, of timetables, of 
the association with the Wagons-Lits 
Company, and of the acquisition by the 
British railways. 


Port of Bristol Handbook.—The Port 
of Bristol Authority has published the 
1953 edition of the “Port of Bristol 
Handbook,” a manual of information 
on port facilities produced annually for 
distribution to commercial and shipping 
businesses and organisations in all parts 
of the world. The half-tone illustra- 
tions are made from topical photo- 
graphs taken in the port during 1952. 
Whilst it is the general practice to bring 
the handbook up to date each year, on 
this occasion a virtually new publica- 
tion has been produced. The general 
layout has been improved, much of the 
material has been rewritten, and several 
new features have been incorporated. 


Among the mechanical facilities at the 
port are seven recently-delivered diesel 
locomotives of 300 and 200 b.h.p., 1,300 
internal user railway wagons at Avon- 
mouth and Portishead, and six rail 
weighbridges for weighing traffic in 
wagon loads. 


Locomotives for India—The firm of 
W. G. Bagnall Limited has been inti- 
mately concerned with the development 
of locomotives for India during a 
period of 75 years. An illustrated leaflet 
has been published, coinciding with the 
centenary of the Indian _ railways, 
which depicts the many different types 
of locomotives supplied, together with 
the principal dimensions of engines and 
boilers, tractive effort, and so on, with 
particulars of the railways for which 
they were built. 


Alloy Metals Review.—The December, 
1952, issue of Alloy Metals Review, 
published by High Speed Steel Alloys 
Limited, is mainly devoted to an article 
on creep resisting ferritic steels for gas 
turbines. Attention is directed in the 
article to materials for turbine discs or 
rotors and turbine blades. There is a 
discussion of an experimental material 
which appears to meet certain condi- 
tions but the need is emphasised for a 
ferritic fully stainless steel for disc forg- 
ings and for turbine blading to work 
at 600 deg. C. and over. 
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New Railway in Colombia 


ON January 17 the President of 
Colombia laid the first rail of the 
236-mile Magdalena Railway, authorised 
in November last. It will run from the 
existing railhead of La Dorada north- 
wards to Puerto Berrio and Capulco 
following the Magdalena River. Above 


Opening up a river-rail 
route to the interior 


not navigable in certain reaches during 
the dry season, but below it is navigable 
at all times to its mouth at Barran- 
quilla and a dependable rail-river route 
will thus be opened up from the interior 
to the Caribbean. 

From La Dorada the 70-mile line of 
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The railways of Colombia 


Ltd. runs southwards to Ambalema, 
where connection is made with a depart- 
mentally-owned line to Ibagué. From 
Ibagué nationally-owned lines run to 
Girardot, Neiva, Bogota (the capital), 
and other parts of central Colombia. 

At Puerto Berrio the new line will 
connect with the existing line of the 
Antioquia Railway from Medellin. 
There will be river crossings at La 
Dorada and Puerto Berrio. The gauge 
will be 3 ft. (standard in the country) 
and the rails will be 75 lb. to the yard. 
As the railway will follow the valley 
for its whole length the gradients will 


be slight. An American engineering 
company has made preliminary studies 
and will also supply consulting 
engineers. 


The International Bank is lending 
$25,000,000, of which repayment will 
begin when the railway is completed in 
1957, and the Colombian Government 
will contribute $24,000,000. Rolling 
stock and other equipment will require 
a further $7,280,000. The land fringing 
the line will become a national reserve 
which will be developed by the Govern- 
ment for agriculture and settlement. 


B.S. FOR METAL CONTAINERS.—The British 
Standards Institution has published the 
revision of Section 10, “ Metal Containers,” 
of B.S.1133, “ Packaging Code.” This 
means that 13 of the projected 20 sections 
are now available and two further sections 
are likely to be issued shortly. Copies of 
this section of the Packaging Code may be 
obtained from the British Standards Insti- 
tution, Sales Branch, 24, Victoria Street, 
London, S.W.1, price 10s. A _ binder is 
also obtainable, price 3s., which will be 
useful for those intending to use more than 
one section of the Code. 


DONCASTER WORKS CENTENARY SPECIAL 
TRAIN.—To mark the centenary of the open- 
ing of Doncaster Works, a special train will 
run on Sunday, September 20, from Kings 
Cross to Doncaster and back. It will 
be hauled to Doncaster by Ivatt Atlantics 
Nos. 990 and 251, in G.N.R. livery, run- 
ning double-headed, and in the reverse 
direction by a Class “ A4” Pacific. The 
“ Flying Scotsman” buffet-lounge car will 
be included in the formation. The cost 
of tickets is 55s., inclusive of meals at 
every seat on both outward and return 
journeys, and the guide fee for the tour of 
Doncaster Works. A second trip will be 
run from Leeds to Kings Cross and back 
on the following Sunday, hauled in the up 
direction by the Atlantics and returning 
behind a Class “ A4” Pacific. This trip 


will also include a visit to Doncaster 
Works. It is expected that the fare will 
be £3. Provisional reservations may be 


made with and further information had 
from Mr. L. J. W. Smith, 898a, High 
Road, Finchley, N.12, Mr. H. T. S. Bailey, 
80, Bessborough Place, S.W.1 (for 
September 20 trip), or Mr. A. F. Pegler, 
“White Lodge,” Rampton, near Retford, 
Notts (for September 27 trip). 
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Development of British Railways Medical Services 


Structure of an organisation in which the accepted principles of 
an industrial service are adapted to the special needs of railways 


By Dr. H. H. Cavendish Fuller, M.D., Chief Medical Officer, The Railway Executive 








Works surgery at Earlestown Wagon Works, L.M.R. 


OMPLEMENTARY to the estab- 
lishment of the National Health 
Service there has occurred in recent 
years a considerable development of 
industrial medical services provided 
directly by the managements of large 
industrial organisations for the benefit 
both of their own employees and of 
the efficiency of the undertaking itself. 
This important tendency to develop 
medicine as a factor in industrial effici- 
ency was given a considerable impetus 
by the Report (February, 1951) of the 
Industrial Health Advisory Committee, 


set up by the Government in 1949, and 
it was in line with the recommendations 
of this body that a greatly reorganised, 
and largely new Railway Medical Ser- 
vice began to take shape rather more 
than a year ago. Opportunity was also 
taken when implementing on the rail- 
ways the principles of the Committee’s 
report, to effect at the same time some 
co-ordination and re-shaping of the 
medical services taken over from the 
former railway companies; as in most 
other branches of railway work, orga- 
nisation and practice in this field varied 


considerably as between one under- 
taking and another. 

The purpose of this article is there- 
fore briefly to show the purpose and 
pattern of the now developing British 
Railways Medical Service, with some 
examples of the way in which it works, 

Historical 

Before the grouping of 1923, the rail- 
way companies employed only a few 
whole-time medical officers, and relied 
mainly on general practitioners to give 
what service was considered necessary 
as the demand arose, chiefly from the 
requirements of such _ statutory 
measures as the Employers’ Liability 
Act, 1880; Workmen’s Compensation 
Act, 1897; and Factories Act, (937, 
Appointments of railway medical 
officers are recorded from 1863, but 
expansion of the service was slow until 
1915, when the Report of “ Health of 
Munition Workers’ Committee, 1915” 
was published. 

Further development of the Railway 
Medical Service resulted from the out- 
break of the second world war in 1939, 
although many other industries had 
recognised the value of industrial medi- 
cine much earlier, and had instituted a 
medical service to function in accord- 
ance with modern practice. Manpower 
soon became a factor of the utmost 
urgency, and as a means of increasing 
the output of munitions the Factories 
(Medical & Welfare Services) Order, 
1940, was introduced. This Order re- 
quired occupants of factories engaged 
on munitions work to appoint works 
medical officers if found desirable by 
the Inspector of Factories, and it was 
instrumental in producing a marked 
improvement in the health of the 
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Ta? X-Ray d2partment at the Crew2 Railway Accident Hospital, L.M.R. 


workers, and a consequent increased 
output of munitions. 

Progress since then has been such 
that today medicine occupies a well- 
defined position in industry generally, 
and basically concerns itself with im- 
proving the health and safety of the 
employees, so as to improve attendance, 
output and morale. The importance of 
its application to the railway industry, 
with its great variety of trades and its 
high proportion of employees having 
responsibility for the safety of the 
public, will be readily apparent. 

Before nationalisation each of the 
four railway companies included a 
Medical Service covering also all its 
ancillary undertakings, such as hotels 
and docks; this Medical Service con- 
sisted usually of two or three full-time 
medical officers and a varying number 
of part-time general practitioners. 


Waiting room in the new Medical Centre at 
Peterborough, Eastern Region 


These medical men waged a losing war 
against a steadily increasing demand on 
their time, and it was not always appre- 
ciated, perhaps, that efficient work 
demands appropriate time for its per- 
formance, and that there were much 
wider opportunities open for the de- 


velopment of the Railway Medical 
Service. 

In spite of such handicaps, the late 
Dr. H. E. Moore instituted the Re- 


habilitation Unit at the L.M.S.R. Hos- 
pital, Crewe, and demonstrated many 


years ago his teaching which is 
followed extensively to this day; he 
also, in his writings, recorded the 


weakness of the existing organisation, 
and indicated so accurately the require- 
ments for the future. 

It became clear in this period, there- 
fore, that the medical officers of such 
a small establishment could only render 


Interior of doctor’s 
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a token service, and could cover only a 
very small proportion of the require- 
ments of a normal Medical Service; 
consequently the accumulation of 
arrears became at times almost out of 
control. The medical officers were, 
furthermore, unable to fulfil the essen- 
tial requirement of such a service of 
being readily available to the staff at 
all levels. 


After Nationalisation 

It was expected that the Medical Ser- 
vice would be reorganised and de- 
veloped on nationalisation, but any 
efforts to proceed with such a change 
were delayed by the setting up on 
June 1, 1949, of the Committee of 
Inquiry on Industrial Health Services, 
under Judge E. T. Dale, and expansion 
was not resumed until the report of the 
Committee was published on February 
26, 1951. The report encouraged em- 
ployers to develop industrial medical 
services, and steps were taken to in- 
crease the personnel of the Railway 
Executive Medical Services shortly 
after. It is clear, therefore, that 
although the time available for de- 
velopment has been short, it has been 
possible to lay the foundations of a 
Medical Service fully worthy of British 
Railways. 

Before recording how the service is 
being developed, it is perhaps desirable 
to be more precise as to what it does, 
and why. It does not compete with the 
National Health Service, but in relation 
to the special requirements of the rail- 
way industry, it seeks to do the fol- 
lowing :— 

1. To provide, equip, and supervise 
emergency First Aid Centres at all im- 
portant places where there is a demand 
for them. 

2. To advise and to supervise, from a 
doctor’s standpoint, the provision and 
maintenance of First Aid equipment at 
all other points on the railway where a 
whole-time First Aid Centre is not 
required. 

3. To assist and advise the voluntary 
Ambulance Associations (whose long- 





consulting room at Preston, 
L.M.R. 
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standing work in this field is such an 
invaluable tradition of the railway ser- 
vice) in the training of staff in First 
Aid, and in competition work. 

4. To carry out initial and periodical 
medical examinations of railway staff 
in accordance with the requirements of 
the industry. 

5. To conduct research into the inci- 
dence of ‘occupational diseases” 
peculiar to certain types of railway 
work, and to develop measures of pre- 
vention and treatment. 

6. To provide for the Chief Regional 
Officers and for departmental and dis- 
trict officers throughout British Rail- 
ways, an advisory medical service 
forming an adjunct of staff welfare 
generally. 

7. By these measures of research, 
prevention and treatment, to reduce the 
incidence and effect of accidents and 
ill-health of all kinds arising at or from 
railway work, and so to raise the health 
standard of railway staff and conse- 
quently the efficiency of the railway 
industry as a whole. 


British Railways Organisation 


At the Railway Executive, the head 
of the Railway Medical Service is the 
Chief Medical Officer, who is respon- 
sible to the Member of the Executive 
for Staff matters. The Chief Medical 
Officer is responsible for the co-ordi- 
nation of policy throughout the six 
Regions of British Railways, in each of 
which there is a Regional Medical 
Officer responsible to the Chief Re- 
gional Officer for the efficient day-to- 
day conduct of the* medical services 
within the Region, including routine 
and special medical examinations; 
hygiene; first aid; advice on welfare; 
and on all other matters affecting the 
health of the staff. 

Between the six Regions, the Medical 
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A patient receiving attention in the locomotive department surgery at 


Derby, 


Service has now been increased to 44 
whole-time medical officers. Expansion 
of the service has been restricted by the 
problems of instruction and training, 
and of the provision of accommodation 
in the new medical areas but, neverthe- 
less, it continues, and nearly 200,000 
examinations were carried out during 
the year 1951. (A special feature of 
railway medical work is the examina- 
tion of all entrants to the permanent 
staff: nearly 92,000 candidates were 
examined in 1952, of whom about 
20,000 were rejected. In this connec- 
tion, the immense importance of initial 
and of periodical subsequent examina- 
tions is now fully recognised, and 
further developments of the examina- 
tion system are now under considera- 





Eyesight testing section of Preston ambulance room, L.M.R. 





L.M.R. 


tion. Much loss of efficiency in the 
railway service can be avoided by this 
means.) 

Medical “areas” have been insti- 
tuted where there are the greatest 
aggregations of staff, and where, there- 
fore, the need for a whole-time Medical 
Officer, readily accessible to the staff, 
would be most useful. The Medical 
Departments at Paddington, Swindon, 
Euston, York, and Derby have been 
extended to provide accommodation for 
additional medical officers undergoing 
special training in these Regions; area 
medical centres have been opened at 
Peterborough, Preston, Leeds, New- 
castle and Motherwell, and others are 
in course of preparation at Hull, Dar- 
lington and Sheffield. A Medical 
Centre was opened at Kings Cross re- 
cently, and a similar scheme is in 
preparation at Liverpool Street. 

It will be appreciated that the 
Medical Service—which also covers the 
medical requirements of all other 
Executives of the B.T.C. except London 
Transport — has already _ become 
materially decentralised. 

Medical coaches are in operation in 
some Regions. and afford a means of 
providing mobile medical accommoda- 
tion in outlying districts, with the most 
economical use of the medical officers’ 
time. 


Area and Works Medical Officers 


An Area Medical Officer. assisted bv 
another Medical Officer in the case of a 
large area. i.e.. at present consisting of 
perhaps 20.000 staff. works in the 
Medical premises in the local adminis- 
trative building. or close to it, and s 
is readily accessible to the district 
denartmental officers. If there is a 
railway works in the vicinitv. the 
Works Medical Officer will also come 
under his direction. and it is the dutv 
of the latter officer to make himself 


(Certirucd on page 372) 
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Long-Welded Conductor Rails on the 


Method of conveyance 
to site and laying in 
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Pulling-off tackle attached to track at site 


‘ hr mileage of electrified track on 
the Southern Railway, which was 
less than 250 miles in 1924, was 
increased by successive extensions of 
electrification to over 1,750 miles in 
1940. The effect of these additions is 
now being felt as an increasing annual 
programme of conductor rail renewal 


on the Southern Region becomes 
necessary. Recently the problem has 


been accentuated by the accumulation 
of arrears and by the fact that a heavy 
programme of new work in connection 
with the change of frequency and 
10-car train schemes has had to be 
undertaken concurrently. 

Improved methods have recently been 
introduced to enable the maximum 
length of conductor rail to be unloaded 
and renewed in the short possession 
times available, with the minimum 
amount of labour. Hitherto it has been 
necessary for the conductor rails, sup- 
plied generally in 60 ft. lengths, to be 
drilled through the foot with four holes 
at each end, to receive the plug 
terminals of four heavy copper bonds 


by which the rails are ccnnected 
electrically. Unless the rails are for 
immediate use the holes are drilled 


undersize and reamered out to the full 
size shortly before the rails are due to 
be laid in. After the rails have been 
placed on the new insulators at the site 
the bond holes are cleaned by wire- 
brushing, the bonds inserted and the 
terminals expanded by means of a 
hydraulic press, after which the rails 
are fished up. 


Conveyance of 180 ft. Lengths 


Under the system introduced last 
year, the conductor rails are welded into 
180 ft. lengths at the Southern Region 
flash-butt welding depot at Redbridge, 
Hants, where the remaining bond holes 
are also drilled. They are normally 
conveyed to the site on rakes of three 
40-ton bogie rail wagons although use 


has also been made of old carriage 
underframes speciaily converted for the 
purpose. 

Up to 26 conductor rails weighing 
150 Ib. per yard are loaded on the rail 
wagons in four tiers of eight, seven, six 
and five rails, which are chained tightly 
to the wagon at one end of the load 
and loosely at the other. In addition 
the load is loosely encircled by a 
separate chain fat the middle of its 
length. The tiers are separated by steel 
straps, the turned-up ends of which are 
bolted together and form frames 
through which the upper rails can slide 
freely without the risk of their slipping 
off the lower ones. A train of wagons 
loaded in this manner can negotiate 
curves as sharp as 5 ch, radius without 
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Southern Region 


difficulty, the rails adapting themselves 
to the curvature of the track. On the 
train is also loaded the equipment for 
end-off loading the rails, consisting of 
wire rope pulling-off tackle with a 
quick-release hook, and a chute with 
a pair of trolley wheels. 

On arrival of the train at the site 
the chute is assembled and attached to 
the headstock of the trailing wagon, and 
one end of the rope is made fast to the 
track, being protected by wooden blocks 
from chafing. The other end is fastened 
to the end of the first rail to be 
unloaded. The train is then pulled for- 
ward from under the rail, the ends of 
the rails beneath being protected from 
abrasion by specially shaped steel 
straps. A light angle-iron portal frame 
bolted to the end of the wagon guides 
the trailing end of the rail on to the 
chute, down which it slides and comes 
to rest on the sleepers in the four-foot 
way without shock or distortion. 

As soon as a sufficient length of rail 
has been landed, the hook is released 
and the tackle carried forward ready to 
attach to the next position in the track 
and to the next rail to be unloaded. 
By this method a gang of six men can 
unload 13 miles of conductor rail in a 
44-hr. track possession. 

For laying in the welded conductor 
rails are jacked up and skidded across 
to their final line over the insulators, 
any correction in their longitudinal 
position being assisted by roller blocks 
before the bonding and fishing up is 
completed. Appliances have been 
devised to simplify and speed up the 
operation of transferring the rails to the 
insulators, one of which comprises a 





Rail about to be pulled down chute 
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portable frame capable of being carried 
by two men, on which runs a carriage 
supporting a 14-ton lever and chain 
operated hoist fitted with a suitable 
attachment for gripping the rail head. 

Six of these lifting and traversing 
frames are used for transferring 180-ft. 
rails from the four-foot way to the new 
insulators, without requiring special 
devices for “inching up” longitudinally. 
They have enabled 16 men to complete 
the laying in, fishplating and bonding 
of 4-mile of 150-lb. conductor rail in 
44 hr. 

As soon as an adequate supply of 
special anchor insulator units and 
expansion bonds becomes available it 
is proposed to shape the ends of the 
180 ft. rails at the welding depot and 
to join them by electric-arc or oxy- 
acetylene welding at site, thus producing 
continuous lengths +-mile long, and 
saving over half a ton of copper in 
bonds per mile. The methods and 
equipment described were evolved 
under the direction of Mr. F. E. 
Campion, Civil Engineer, Southern 
Region. 
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Development of British Railways 
Medical Services 


(Concluded from page 370) 


familiar with the varied productions 
and processes of the works at which he 
is stationed. He is in the position to 
be known to the men and to give them 
opportunities of consulting him should 
occasion arise. 

The Works Medical Officer enters 
into the staff life of the works in direc- 
tions apart from the actual employ- 
ment, and associates himself with. first 
aid, welfare, and educational activities. 
The environmental duties of a Works 
Medical Officer are very varied, and a 
great deal of his time must be occupied 
in endeavouring to improve the con- 
ditions of work of the individuals apart 
from the requirements of the Factories 
Act; the numbers of the medical men 
available must be further increased to 
develop this service efficiently in the 
future. 


The Nursing Service 


Each Regional Medical Officer also 
has charge of the Region’s Nursing 
Service, comprising  State-registered 


VACUUM CLEANING INSTALLATION AT WILLES- 
DEN CARRIAGE SHED.—The progressive 
system of cleaning for carriage up- 
holstery, carpets, and other furnishings 
used at the new L.M.R. Willesden 
carriage shed (described in our March 
13 issue), makes use of vacuum equip- 
ment. The Sturtevant central vacuum 
cleaning plant. housed in an_ out- 
building located centrally and adjacent to 
the carriage shed, comprises a multi-stage 
turbo-exhauster. vee-rope driven from a 15 
b.h.p electric motor, and a large-capacity 
dust separator with internal textile filter 
screen. This machine is connected through 








nurses and a varying number of sisters- 
in-charge. State-registered nurses are 
in charge of the dressing stations in the 
factories, in the works, and in the ter- 
mini, goods yards and other points 
where there is a large aggregation of 
staff, and where there is a special ten- 
dency to accidents owing to hazardous 
occupations. (The dressing stations at 
passenger termini are often called on, 
incidentally, to remove cinders from the 
eyes of youthful “train spotters”!) A 
total of nearly 300,000 treatments was 
administered by the Nursing Service 
during 1951. The number of State- 
registered nurses now employed in this 
service is at present 35, including two 
sisters-in-charge. Dressing stations are 
installed where 1,500 staff or more are 
employed, primarily for the treatment 
of accidents occurring to members of 
the staff while at work. 

In practice a large number of minor 
injuries and ailments is treated daily, 
often enabling the person to continue 
at work, and in this way much valuable 
time is saved, both by the early and 
proper treatment of the injury and by 
subsequent dressing. These dressing 
stations are under the care of the Area 


the dust separator to a rising suction main 
which branches off laterally, in each direc- 
tion, into pairs of horizontal overhead 
suction mains. These mains run centrally 
between the two pairs of tracks and are 
fitted with drop pipes which have hose 
connecting points facing each track, thus 
allowing two sets of carriages on adjacent 
tracks to be cleaned. The upstairs carpet 
cleaning room and laundry are both served 
by short risers from the overhead shed 
suction mains, with hose connecting points 
of the flush floor type. In all, there are 
82 cleaning points from which dust and 
litter can be collected, after which the air 


or Works Medical Officer, to whom the 
more serious cases are referred, and 
who maintains a very close association 
with the National Health Service, hos- 
pitals, and Medical Officer, regarding 
the individual cases. Lock-up First Aid 
posts are installed in smaller com- 
munities, and these posts are placed 
under the control of trained First Aid 
workers. 

Other features which have been 
developed since the unification of the 
railways involve closest co-operation 
with the Mass Radiography Service and 
with the National Blood Transfusion 
Service; members of the staff are 
encouraged and helped to _ take 
advantage of both these services, and a 
considerable degree of interest and co- 
operation has been achieved. 

British Railways present a large ter- 
ritory, with probably the greatest 
variety of different industries in the 
country to be developed by a Medical 
Service. Some progress to this end has 
been achieved already, but much re- 
mains to be done in the development 
of what we want to become one of the 
finest industrial medical services in 
industry. 


from the turbo-exhauster is discharged to 
atmosphere, via a silencer and short stack, 
through the roof of the outbuilding housing 
the equipment. 


FLUORESCENT FITTINGS PRICE REDUCTIONS. 
—The General Electric Co. Ltd. announces 
a further reduction in price of its 80 W. 
single channel fluorescent lighting fittings. 
The channel fittings F 36570 and F 36568 
will be reduced from £6 5s. to £5 10s. com- 
plete with switch start gear. Corresponding 
reductions in prices of fluorescent fittings 
with instant start gear will be from £7 7s. 4d, 
to £6 12s. 4d. 
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Relay Interlocking at Bologna 





After extensive use, beginning in 1886, of power signalling of the 
individual lever type, the Italian railways are turning to relay interlocking 


P OWER signalling made its appear- 
ance very early on the Italian 
railways. A 10-lever hydraulic frame 
was put into service at Abbiategrasso, 
on the then Italian Mediterranean Rail- 
way, in 1886. This apparatus had been 
devised by Riccardo Bianchi, who had 
been placed in charge of the signalling 
on the old Upper Italy Railway in 
1880. (This engineer became in 1905 
General Manager of the Italian State 
Railways; he died in 1937 at the age of 
82.) Bianchi was assisted in the design 
and construction work by Giovanni 
Servettaz of Savona, the representative 
of the English firm of crane manufac- 
turers, Tannett-Walker & Company, 
who was already engaged in manu- 


facturing ordinary mechanical signal 
fittings. 
This hydraulic power system, 


although used little elsewhere, attained 
great popularity in Italy, and it was 
officially stated that by 1936 no fewer 
than 14,800 hydraulic levers were at 
work and one-third of all the signal 
boxes in the country were power 
operated, a remarkable result. The 
largest hydraulic signalbox appears to 
have been at Naples, with 175 levers. 
Bianchi had as one of his assistants 
Cardani, the inventor in 1893 of the 
interlocking block apparatus widely 
used on the Italian lines, from which 
the present standard apparatus,. intro- 
duced in 1938, is derived. The 
hydraulic power system became much 
improved in the course of time, and 
from about 1925 some mixed installa- 
tions were constructed, with hydraulic 
point operation, electric constant de- 
tection, colour-light or power operated 
semaphore signals, track circuit con- 


trols, etc., but it was seen that the 
correct course was to turn to all-electric 
equipment for future work. 


All-Electric Systems 


The first all-electric power installa- 
tion, constructed by the Compagnia 
Italiana Westinghouse Freni e Segnali 
of Turin, was put into service with a 
70-lever frame at Sestri Levante on 
July 27, 1924, on a section of line 
worked by 3-phase traction. There 
were some colour-light signals and the 
track circuits had selective relays irre- 
sponsive to any frequency below 42. 
The point mechanisms were not trail- 
able. Apparatus of the German A.E.G. 
type also was introduced, and later to 
a small extent that constructed by -the 
Italian firm I.V.E.M. of Vicenza. In this 
way electric power signalling made its 
appearance at Busto Arsizio, Naples, 
Rome—a _ large installation—Spezia, 
Venice, Forli, Fidenza, at stations on 
the Rome-Naples and Bologna-Flor- 
ence lines, the large Milan main station, 
and many other places, with the result 
that by the end of 1935 just over 6,000 
electric levers were in use. By this date 
trailable point machines were being pro- 
vided generally. For some time much 
use was made of power operated sema- 
phores, but eventually the colour-light 
signal became the standard for new 
work, the “searchlight” type being 
much favoured. Track circuit con- 
trolled automatic signalling was also 
adopted; an important example was on 
the Bologna-Florence line, described in 
our January 15, 1935, issue. 

In 1933 steps were taken to introduce 
a standard system, dividing the work 
into signalbox apparatus, circuits, and 





Showing lead-in for connections 





Interior of relay room showing 
interlocking control relays and plug 
connector terminal attachments 


outside equipment. Designs for a stan- 
dard frame were produced in 1935. In- 
dividual lever working was retained, with 
mechanical locking, and levers arranged 
in two rows for frames of over 50 levers. 
Indication, track, route and other elec- 
tric locking controls were provided for, 
with unit construction of component 
parts, arranged to be rapidly removed 
and all interchangeable. It was con- 
sidered essential to take this step, in 
view of the large extension of electrifi- 
cation contemplated, which would 
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Interior of North Signalbox, Bologna Central Station. Traffic supervisor's 
control panel in foreground 


afford opportunity for improving the 
signalling on many routes. The new 
circuits were specially designed to 
afford the maximum degree of protec- 
tion against false operation, and to suit 
existing designs of point machine and 
other equipment, as far as possible. 
Special attention was paid to the stan- 
dardisation of relays. 

The first installation incorporating 
the new standard system was opened on 
March 12, 1936, at Monterotondo and 
in that year 595 further levers were 
installed in 27 signalboxes. Only two 
more boxes were equipped in 1937, 
although a few older type installations 
were made that year, but from 1938 
onwards progress was rapid and by the 
close of 1943 no fewer than 275 further 
installations had been laid down con- 
taining 7,645 levers; work on 150 more 
had to be suspended because of the 
war. The very large installation con- 
structed at Rome Termini in 1942 was 
of mixed type, having a 730-lever 
double-row Westinghouse frame, 
A.E.G. type point machines and stan- 
dard type relays and circuits, to use 
material already provided in connection 
with work done in 1925 and 1936. 

The use of the route lever in France, 
as seen in such apparatus as the M.D.M. 
“combinator,” was known to Italian 
engineers, but it was thought that indi- 
vidual lever working was to be preferred 
in the conditions obtaining in most 
Italian stations. For some years there- 
fore no further action was taken in the 
matter and the standard apparatus pro- 
duced in 1935 followed well-tried pre- 
cedents. With the appearance of the 
panel system. however, as exemplified in 
Great Britain at Thirsk in 1933, 
the route setting principle became 
once again of interest and after 
a visit paid here in 1938 to study this 
type of working it was decided to 
investigate its application to a yard box 


at Rome (Casilina) and one at Ferrara 
Station. The first entailed the working 
out of a number of special problems, 
but the second was well advanced in 
construction when the signalbox and all 
apparatus then on the ground were 
destroyed in an air raid in 1944, 

The question was again taken up 
however, after the war and relay inter- 
locking apparatus with route setting 
adopted for Bologna Central and for all 
small stations on the direct line to 
Florence from St. Ruffillo to Prato. The 
accompanying illustrations show the 
apparatus installed at Bologna, for 
which we are indebted to Signor G. 
Cini, (Central) Manager, Compagnia 
Italiana Westinghouse Freni e Segnali, 
which supplied the equipment. 

The system adopted is what is known 
as the “ one control switch ” (O.C.S.) in 
operation at York and other places in 
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this country. The switches worke: by 
the signalman are placed on a conso!e or 
desk, not on the track diagram iiself, 
The operation of one switch sullices 
to set all the points in a route 
and clear the relative signal, provided 
all requisite conditions are fulfilled. (In 
some cases in this installation the cicar- 
ing of the signal is dependent on the 
actuation of an additional switch.) 
Complete track circuiting, with route and 
approach locking and other controls, is 
provided throughout, with colour-light 
signals. The route setting is effected 
through solenoid operated interlocked 
circuit controller type relays, as used at 
York and elsewhere, and two classes of 
route are distinguished, those for run- 
ning movements (itinerari) and those for 
shunting movements (istradamenti). The 
use of route setting and locking for 
shunting movements has been found 
greatly to facilitate the working of the 
station. The illuminated diagram is 
normally dark, which is considered to 
be much more satisfactory than the 
older method of having unoccupied sec- 
tions lighted, and when a movement is 
prepared it becomes illuminated in 
white, changing to red as it becomes 
occupied. The switches on the console 
are grouped according to a methodical 
plan enabling the one applying to a par- 
ticular movement to be found without 
any difficulty. 

There are 300 pairs of points, 220 
signals (post and ground), 260 running 
and 1,000 shunting routes, 780 control 
switches and 8,300 lamps for indicating 
purposes, with 1,300 interlocked relays, 
4,900 d.c. relays for proving and detect- 
ing, track circuiting, etc., and about 435 
miles of flexible wiring, this last pro- 
vided by the railway. 

This installation marks a decisive step 
forward in signal engineering in Italy, 
where, as the facts given above prove, 
great attention has been paid over a 
long period to perfecting and applying 
power interlocking on a _ considerable 
scale, reflecting much credit alike on the 
railways’ own signalling staffs and the 
signal industry. 





Back of supervisor’s control panel, North Box, showing wiring to switches and 
telephone equipment 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. A. K. Chanda, Secretary to the 
Government of India, who has recently 
relinquished the appointment of Financial 
Commissioner for Indian Railways, was 
born in October, 1902, and educated at 
the Calcutta University and the London 
School of Economics. He joined the 
Indian Audit & Accounts Service as a 
probationer in 1926. He served in various 





Mr. A. K. Chanda 


Secretary, 
Government of India 


capacities in the Provinces of Bengal, 
Assam, Bihar & Orissa, Central Provinces 
and Bombay until 1936. Mr. Chanda was 
on deputation with the Madras Govern- 
ment from 1937, and was connected with 
the administration of local authorities in 
that Province. While on leave, in 1938, 
in Europe, he studied the organisation 
of the London County Council and the 
Town Councils of Birmingham and Man- 
chester. In 1941, he was appointed to be 
the Deputy Financial Adviser, Munitions 
Production, and in 1945, he became the 
Head of Supply Finance, with the rank 
of Joint Secretary to the Government of 
India. He was decorated with the O.B.E. 
in the New Year Honours List of that 
year. In early 1946 he visited the U.S.A. 
as a member of the Indian Lend-Lease 
Delegation. In 1947, he was the Central 
Government’s representative on _ the 
Punjab Partition Council, and took over 
as the Head of Defence Finance in July, 
1947, with the rank of Additional Sec- 
tetary to the Government. He was also 





Financial Adviser to the Supreme Com- 
mander, Field Marshal Auchinleck, and 
accompanied Lord Mountbatten to all the 
meetings of the Joint Defence Council of 
India and Pakistan. He visited the U.K. 
in November, 1947, and again in February, 
1948, as a member of the Defence Delega- 
tion, dealing, particularly, with the terms 
and conditions of employment of British 
Service personnel with the Indian Defence 
Forces, and the future provisioning 


the 19 railways then existing were merged 
to form the Indian railways with six zonal 
administrative units. Mr. Chanda visited 
Europe in 1950 as the head of a railway 
delegation to take suitable procurement 
action for a £12 million rolling-stock pro- 
gramme. He took this opportunity to study 
the organisation of the railway systems in 
Europe and the U.K. He proceeded to 
Europe again in 1952 on a similar mission, 
the volume of purchases being of the order 





Mr. A. G. Englefield 


Agent & General Manager, 
Barsi Light Railway Company, 1949-52 


arrangements. He was in the U.K. again 
from May-July, 1948 as a member of the 
Sterling Balances Delegation, and was 
responsible for the settlement of the 
transfer of all defence installations in 
India, owned by the U.K. Government. 
He was appointed Deputy High Commis- 
sioner for India in the U.K. in October, 
1948, which post he relinquished in May, 
1949, on his appointment as_ Financial 
Commissioner for Railways. Soon after 
his appointment he prepared a report on 
the financial convention to regulate the 
relations between the general revenues and 
the railway revenues. This convention, 
which was approved by the Indian 
Parliament, gave the necessary measure 
of flexibility in the financial administration 
of the Indian railways and facilitated the 
execution of a comprehensive rehabilita- 
tion and expansion programme on which 
a sum of £60 million is being spent every 
year. In 1950, he was appointed to be the 
Chairman of the Railway Regrouping 


Committee, on the basis of whose report 


of £14 million. Soon after his return from 
Europe, he was appointed to be the Sec- 
retary to the Government of India, in the 
Ministry of Production. This Ministry is 
responsible for the implementation of the 
Five Year Plan. 


Mr. A. G. Englefield, Agent & General 
Manager, Barsi Light Railway Company, 
who, as recorded in our February 27 issue, 
has retired, entered the service of the 
London & North Western Railway as a 
Premium Apprentice in Crewe Locomotive 
Works in 1910. From August, 1914, to 
October, 1919, Mr. Englefield served in 
H.M. Forces, spending the last twelve 
months of the war as a Locomotive Officer 
with the .Railway Operating Division in 
France. In December, 1919, he was ap- 
pointed by the Secretary of State for India 
as Assistant Locomotive Superintendent, 


Indian State Railways and, in 1920, he 
was appointed Assistant Locomotive 
Superintendent & Assistant Mechanical 


Engineer, North Western Railway, India, 





376 


THE RAILWAY 


GAZETTE 





Mr. L. R. Green 


Appointed Deputy Chief Engineer, 
Rhodesia Railways 


a position he held for ten years. In 1931 
Mr. Englefield was appointed Divisional 
Mechanical Engineer on the same system, 
and, in 1941, he became Deputy Chief 
Operating Superintendent & Deputy Chief 
Mechanical Engineer. Mr. Englefield re- 
tired from the Indian Government Rail- 
ways in March, 1948, and was appointed 
Agent & General Manager of the Barsi 
Light Railway Company in January, 1949. 
As recorded in our February 27 issue, he 
retired from this position on December 1, 
1952. 


Mr. L. R. Green, B.Sc. (Eng.) (Lond.), 
A.M.Inst.C.E., Deputy Chief Engineer 
(Construction), Rhodesia Railways, who, 
as recorded in our February 20 issue, has 
been appointed Deputy Chief Engineer, 
joined the Rhodesia Railways in 1925 as 
an Assistant Engineer and was appointed 
District Engineer, Broken Hill, Northern 





Tp 


Mr. L. W. Cox 


Appointed Assistant (Freight Services), Euston, 
London Midland Region 


Mr. Alex. Petrie 


Appointed Assistant to Commercial Superintendent 
(Passenger), Glasgow, Scottish Region 


Rhodesia, in 1948. During this time Mr. 
Green was engaged on the construction of 
the Shabani Branch Line (62 miles), the 
Sinoia-Zawi extension (21 miles), the 
Kildonan Branch Line (24 miles) and the 
Deka-Victoria Falls Deviation (75 miles), 
the intervening periods between the con- 
structions being spent as Assistant Engineer 
on maintenance. Mr. Green’ was 
appointed Deputy Chief Engineer (Con- 
struction) in 1951, and Deputy Chief 
Engineer in 1953. 


Mr. Alex. Petrie, Clerk in Charge, Pas- 
senger Rates & Fares Section, Commercial 
Superintendent's Department, Scottish 
Region, British Railways, who, as recorded 
in our March 20 issue, has been appointed 
Assistant to Commercial Superintendent 
(Passenger), entered the service of the 
Caledonian Railway in 1909 as a train 
register boy at Larbert Station, and 





Mr. S. Richards 


Appointed Assistant to Commercial Superintendent, 
London Midland Region 
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Mr. J. R. Hammond 


Appointed District Engineer, Wolverhampt: 
Western Region, British Railways 


between 1910 and 1914 gained clerical ex- 
perience at stations in that locality. Joining 
the forces in August, 1914, he crossed to 
France in November of that year and 
served with field ambulance — units, 
R.A.M.C., until the end of the 1914-1918 
war. On demobilisation in 1919 he re- 
sumed railway service as Booking Clerk 
at Larbert Station until 1922, when he was 
transferred to the District Superintendent's 
Office, Grangemouth. On January |, 
1925, Mr. Petrie was appointed to a posi- 
tion in the Commercial Superintendent's 
Office, Glasgow (L.M.S.), where he had 
considerable experience in the arrange- 
ment of passenger train services and traffic 
development until 1932, when he became 
Road/Rail Inspector in connection with 
the licensing of public service vehicles }y 
Traffic Commissioners’ Courts ia Scotland. 
During the second war, Mr. Petrie was on 
the Emergency Duty staff of the Com- 





The late Mr. D. H. Elias 


General Manager, 
Federated Malay States Railways, 1933-37 
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mercial Superintendent, Glasgow, until 
transferred in 1944 to the Passenger Rates 
& Fares Section in that office. In 1950 he 
becaine Clerk in Charge of that s-ction, 
aad in that capacity was a member of the 
Pane! of Passenger Commercial Assistants 
dealing with the British Transport Com- 
mission (Passenger) Charges Scheme, 1952. 


Mr. J. R. Hammond, M.B.E., B.Sc., 
A.M.LC.E., District Engineer, Cardiff, 
Western Region, British Railways, who, as 
recorded in our March 6 issue, has been 
appointed District Engineer, Wolverhamp- 
ton, entered the service of the Great West- 
ern Railway Company as Surveyor & 
Draughtsman in October, 1937, having 
previously been a pupil of the Company’s 
Chief Engineer. Engaged on new works 
schemes, he was for a time loaned to the 
Ministry of Aircraft Production. Return- 
ing to the office of the Chief Engineer in 
February, 1941, he became Resident En- 
gineer of several works carried out as war 
measures, until October, 1942, when he 
joined H.M. Forces. While serving, he 
attained the rank of Major, was awarded 
the M.B.E. (Military Division), and Men- 
tioned in Dispatches during service in 
Italy. Mr. Hammond returned in Febru- 
ary, 1946, to the post of Assistant in the 
Divisional Engineer’s Office, Bristol, and 
was transferred to Neath as Assistant Divi- 
sional Engineer in June, 1947. In May, 
1948, he transferred to the Chief Engi- 
neer’s Office at Paddington as Personal 
Assistant to the Chief Engineer, and three 
years later moved to Newport as Assistant 
District Engineer. He was appointed Dis- 
trict Engineer, Cardiff, in June last year, 
which post he now relinquishes upon taking 
up his latest appointment. 


Mr. L. W. Cox, District Operating 
Superintendent, London (W.), London 
Midland Region, British Railways, who, 
as recorded in our March 6 issue, has been 
appointed Assistant (Freight Services), 
Operating Superintendent’s Office, Euston, 
completed his education at Dean Close, 
Cheltenham, and joined the Midland Rail- 
way in 1919 as a junior clerk, After ex- 
perience in passenger and goods station 
working, he passed through the various 
sections of the Derby Staff Office. When 
the Shunting Analysis Commission was 
commenced he took up a position on it. 
In 1935 he became Assistant District Con- 
troller. Leicester. Later in that year he 
took up a similar position at Lancaster, 
Western Division, and, in 1938, became 
Assistant District Controller, Birmingham, 
Western Division. Subsequently Mr. Cox 
went to the Divisional Superintendent’s 
Office, Crewe, as Head Office Inspector, 
New Works & Signalling. For a short 
period at the commencement of the last 
war he was engaged in dealing with mili- 
tary traffic in the Divisional Superinten- 
dent's Emergency Section; later he became 
Assistant Divisional] Passenger Controller 
in the same office. In February, 1943, 
Mr. Cox was transferred temporarily as 
District Controller, Liverpool (Lime 
Street); he was appointed permanently to 
that position in July, 1944. He became 
District Operating Manager, Liverpool 
(Lime Street) in 1945, and, in 1947, was 
appointed District Operating Manager. 
London (Western). 


Mr. S. Richards, Deputy Assistant, Re- 
search, London Midland Region, British 
Railways, who, as recorded in our March 6 
Issue, has been appointed Assistant to 
Commercial Superintendent (Investigation 
Bureau), London Midland Region, began 
his railway career with the former 


THE RAILWAY GAZETTE 


L.N.W.R, in the Manchester District 
Goods Manager’s office in 1908. Mr. 
Richards worked in a number of depart- 
ments in Manchester until 1914, when he 
joined H.M. Forces. He served with the 
Manchester Regiment and the Royal Irish 
Fusiliers in France and Belgium until 1919, 
when he returned to the District Goods 
Superintendent’s office at Manchester. Be- 
tween 1920 and 1933 Mr. Richards held 
various posts, including head of the Over- 
seas & Continental, and Development & 
Research Sections. He became Senior 
Investigator Research in 1934, and was 
appointed Deputy Assistant Research 
in 1946. On nationalisation the Research 
Section was renamed Commercial 
Investigation Bureau, and took over com- 
mercial investigation in all regions. This 
function still continues, and Mr. Richards 
in his new appointment as Assistant to 
Commercial Superintendent (Investigation 
Bureau) is now responsible for all com- 
mercial investigation on British Railways. 


Mr. D. H. Elias, M.C., C.M.G., whose 
death was recorded in our March 20 issue, 
joined the Great Western Railway in 1899, 
serving at Poplar, Smithfield, and in the 
London District Goods Manager's Office. 
In 1902 he entered the service of the 
Imperial Military Railways in South 
Africa, which subsequently became the 
Central South African Railways and even- 
tually the South African Railways & Har- 
bours Service. After serving 20 years in 
the Transportation Department of these 
administrations he accepted the post of 
Traffic Manager, Kenya & Uganda Rail- 
way, in 1922, and was afterwards pro- 
moted to Superintendent of the Line. 
Under him the reorganisation scheme was 
carried out in which were combined the 
Traffic and Running Sections into a Trans- 
portation Department. In 1925 Mr. Elias 
was transferred to the Nigerian Railway 
as Superintendent of the Line, and intro- 
duced the Transportation system there 
also. He was appointed Deputy General 
Manager of the Federated Malay States 
Railways in 1931. He was promoted to 
General Manager in May, 1933. During 
the 1914-18 war he served as a trooper in 
the South African Mounted Rifles (German 
South West African Campaign), and as a 
Lieutenant and Captain in the South 
African Infantry Brigade (France), and 
was awarded the M.C. He was awarded 
the C.M.G. in the Birthday Honours List 
of 1936. Mr. Elias retired in 1937. 


We regret to record the death on March 
17 at the age of 58, of Mr. H. N. S. Ed- 
wards, District Motive Power Superinten- 
dent, Bristol, Western Region, British Rail- 
ways. The funeral took place on March 20. 


We regret to record the death on March 
6, at the age of 86, of Mr. J. W. Lovejoy, 
formerly London District Goods Manager, 
Great Western Railway. Mr. Lovejoy re- 
tired from the position of London District 
Goods Manager, Great Western Railway, on 
February 27, 1927. He entered G.W.R. 
service in May, 1882, at Oxford, where he 
served in the Goods Department. In 
December, 1890, he was transferred to the 
District Goods Manager’s Office at Read- 
ing, where he gained experience in all 
phases of railway goods work, and, in 
October, 1901, he was appointed Chief 
Clerk at Warrington Goods Station. In 
1904, Mr. Lovejoy was moved to Park 
Royal and Acton as Goods Agent, and in 
that capacity had charge of the traffic 
arrangements in connection with the Royal 
Show at Park Royal in 1905. In February, 
1910, he was attached to the District Goods 
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Manager’s Office in London for work south 
of the Thames, preparatory to the open- 
ing of South Lambeth station, being ap- 
pointed Goods Agent there in December 
of the same year. Mr. Lovejoy was ap- 
pointed Chief Clerk in the London District 
Goods Manager's Office in June, 1915, and 
promoted to the position of Assistant Dis- 
trict Goods Manager in May, 1919. He 
became London District Goods Manager in 
October, 1929. The funeral took place at 
Golders Green Crematorium on March 12. 


Mr. C. N. Brown, District Outdoor & 
Machinery Engineer, Mechanical & Elec- 
trical Engineer’s Department, Kings Cross, 
Eastern Region, British Railways, has re- 
tired on February 28 after 41 years’ service. 


Mr. J. D. Bhote has been appointed 
Agent & General Manager of the Barsi 
Light Railway. 


Mr. J. P. Cunliffe, M.I.R.S.E., Materials 
Assistant to Signal & Telecommunications 
Engineer, Scottish Region, British Rail- 
ways, is leaving England next month to 
take up the appointment of Engineer (Sig- 
nal & Telegraph), Malayan Railway. 


Mr. John P. DeLaney has _ been 
appointed General Manager, Transporta- 
tion Services of the American Locomotive 
Company. 


Admiral Sir Wilfred R. Patterson has 
been appointed a Director of Vent-Axia 
Limited. 


Mr. F. R. Miller, Manager of the Trans- 
port Department of the General Electric 
Co. Ltd., is retiring after 46 years with the 
company. 


Mr. A. S. Duncan, B.Sc., Assistant 
General Manager of the Doncaster works 
of Crompton Parkinson Limited, has been 
appointed General Manager. 


We regret to record the death, on March 
17, of Mr. H. L. Bowen, a technical execu- 
tive of the Valve Division of Mullard 
Limited. 


Mr. Miles Beevor, Managing Director of 
the Brush Electrical Engineering Company, 
returned to England on March 23 after a 
month’s business tour of India and 
Pakistan. 


Mr. F. H. Harris, B.Sc.(Eng.), M.I.P.E., 
Works Manager, B.S.A. Tools Limited, 
Birmingham, has been appointed Group 
Production Adviser to Associated British 
Engineering Limited. 


Mr. D. G. B. Mountford, formerly in 
charge of the Export Sales Department, 
Hymatic Engineering Co. Ltd., has been 
appointed Assistant Production Controller. 
He has been succeeded by Mr. D. H. V. 
Fereday. 


The following appointments have been 
announced by Crompton Parkinson 
Limited: —Mr. C. A. J. Martin, A.M.LE.E., 
General Sales Manager, Plant Division 
Home Sales, Mr. M. H. L. Lewis, M.A. 
(Oxon.), Assistant to the Works Director 
(South), and Mr. Michael Parkinson, M.A. 
(Cantab.), Assistant to the Works Director 
(North), have been co-opted to the Board of 
Executive Directors, Crompton Parkinson 
Limited, for a period of one year. The co- 
options of Mr. Martin and Mr. Lewis were 
effective as from March 1, 1953, and that 
of Mr. Parkinson is from April 1, next. 
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British Transport Commission Statistics. (Period No. 1) 


Summary of the principal statistics for the four-week period ending January 25 


STAFF 
British Road 
a7... at Road Passenger Docks, Railway Commer- 
Head a, —. Services | (Provincial = sta “eee Harbours, Clearing cial Adver- Legal Films Total 
Office Y = (Road & & ? aterwaysS Wharves House tisement 
Haulage) Scottish) 
Number ... 282 601,630 96,809 71,714 60,704 15,198 6,116 4,775 20,789 562 197 324 41 79,14) 
Inc. or dec. 2 +257 322 902 282 126 40 24 32 — ! 3 . 1,477 
LONDON TRANSPORT 
BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS 
Passenger Inc. or dec. Car Inc. or dec, 
: journeys a ee miles par Cent. 
Four weeks (Period No. |) 1eur over 1952 over 1952 
1953 1952 000 000 
Railways — sie ase 45,596 4:5 16,339 0 
Buses & coaches ut ..| 214,281 3°7 26,777 7 
£000 £000 Trolleybuses & trams ... em 55,901 15-8 5,723 13-9 
British Railways me “4 : — ema 
Passengers ... = : : ; 6.358 6,050 Total =... _— le 315,778 6:2 48,839 2-7 
Parcels, etc., by passenger train . 2,613 2,467 
Merchandise bas ir ‘ie 7,813 7,989 
Minerals - hee , ‘ , 3,590 3,283 
Coal & coke a 8,362 7,955 INLAND WATERWAYS 
Livestock ... iis , 109 83 Tonnage of traffic and ton miles 
28,845 27,797 
. Inc. or dec. Ton Inc. or dec. 
British Railways— Tonnage per cent. nites per cent. 
C. & D. and other road services os 853 847 over 1952 over 1952 
Ships and Vessels es oe aoe - 609 584 
Z g 000 000 
London Transport Coal, coke, patent fuel & peat 512 6:9 7,418 2:7 
Railways . * . 1,400 1,229 Liquids in bulk me ee 154 +18 3,840 7:6 
Buses & coaches... * . . 2,838 2,518 General merchandise ... rae 285 13-2 4,914 2:1 
Trolleybuses & trams eas , 669 665 5 ‘ m . 
Tomlin Ga. xal « SBI 0 16,17 2:3 
4,907 4,412 — “ wre 
British Road Services 
Freight charges, etc. oe 5,650 5,805 BRITISH RAILWAYS 
Road Passenger Transport sis ; 3,209 2,905 Rolling Stock Position 
Docks, Harbours & Wharves ‘ ; ‘ 1,135 1,179 ; Available 
—— Operating — Available operating 
Inland Waterways is or i - 175 170 stock sated bab sh stock 
repair stock in 1952 
Hotels & Catering eae ont . 1,140 1,128 ; 
Total ...... | 46,523 44,827 Locomotives ... .. « 19,063 3,353 15,327 15,502 
Coaching vehicles " i 57,544 5,651 51,893 52,591 
Freight wagons re | 1,120,414 75,198 1,045,216 1,056,460 
BRITISH RAILWAYS 
Passenger Journeys (Month of December, 1952) 
, Inc. or dec. 
Full si t Earl ‘ g S 
ies Fr gol Pi aad eerie sighats Total eee 
Ser» . sea ‘ over 195! 
18,812,000 18,042,000 3,471,000 16,098,000 22,044,000 78,467,000 1-7 
BRITISH RAILWAYS 
Freight Tonnage Originating and Estimated Ton-Miles (Period No. 1!) 
| 
Inc. or dec. 
Merchandise Minerals Coal & coke Livestock Total per cent. 
over 1952 
000 000 000 000 000 
Tons originating... 3,719 5,132 13,511 44 22,406 + 2-1 
Ton-miles... wee 516,235* 409,925 798,033 - 1,724,193 2:3 


* Includes livestock. 


BRITISH RAILWAYS (Period No. 1!) 


Locomotive coal consumption 


| Total steam Total electric Total Freight train- Net ton-miles 
—_ | coaching coaching freight miles per train per total 
train-miles train-miles train-miles engine-hour engine-hour Lb. per 


n - 
Total tons engine-mile 





1953 ... ‘as = oe 13,739,000 3,731,000 | 10,764,000 8-15 588 1,042,000 64:7 


1952 ... 3,736,000 10,926,000 ae 8-23 pee: 591 ; ~~ 1,080,000 aise Geta 66:5 


13,367,000 a 
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Transport Bill Report Stage in House of Lords 


Retention of road vehicles by B.T.C. 


working results: pension rights under reorganisation 


On Clause | (Disposal of B.T.C. road 

aay: undertaking), Lord Lucas of Chil- 

th on March 18 moved an amendment 

> provide that, besides disposing of the 

property as quickly as practicable, the 

Commission should have the duty of 
obtaining the best possible price. 

Viscount Swinton (Secretary of State for 
Commonwealth Relations) resisting the 
amendment, said that the proposal might 
mean delay, and the result would not be 
to obtain a better, but almost certainly, 
a worse price. 

[he amendment was negatived. 

Lord Lucas moved insertion of a new 
clause dealing with transfer of property to 
companies with a view to sale of their 
shares. He said the purpose of the new 
clause was to change the emphasis of the 
plans for the disposal of assets by the 
Disposals Board. The Board’s main con- 
sideration should be to see what could be 
put into operable transport companies, and 
thereafter what could be organised into 
units, and what could be sold as chattels. 
The only way for a good price to be 
obtained for these assets was to form 
them into as many companies of varying 
sizes as possible. There would still remain 
much to be sold as units. 

The Earl of Selkirk (Lord in Waiting) 
said the new clause was defective. The 
Government had always thought it rather 
wicked to gobble up a lot of small men 
who had built up their businesses. It had 
no intention of delaying the small man 
regaining his business. Everything men- 
tioned about the company structure was 
covered in a later part of the Bill. 

The new clause was withdrawn. 


Road Vehicles to be Retained by B.T.C. 

On Clause 4 (Transfer of companies 
under conirol of B.T.C.) Lord Lucas moved 
an amendment to increase the number of 
vehicles which the Commission could 
retain from five-fourths to seven-fourths 
oi those inherited at nationalisation. He 
said his proposal was to rectify a gross 
injustice to ihe Commission. 

The Bill, he went on, provided that the 
increase of five-fourths was to be in un- 
laden weight, but as the average unladen 
weight of vehicles had risen since 1947, 
the increase in the number of vehicles 
represented by a 25 per cent increase in 
total unladen weight did not cover the 
development since 1947 in road transport 
development for which the clause pur- 
ported to provide. If his amendment was 
carried, the B.T.C. would be allowed, 
instead of 17,800 tons unladen weight, to 
have 24,000 tons unladen weight and 4.000 
vehicles of the new pattern it had 
developed, which was the number they 
had in 1947, 

Lord Swinton said that both the Com- 
mission and the Ministry agreed that the 
distribution and the measure of tolerance 
(as to weight and so on) were entirely 
workable and were an acceptable varia- 
tion. They should stand by the arrange- 
ment agreed to in Committee. 

Earl Jowitt suggested that the Govern- 
ment should accept six-fourths. 


Five-Fourths Proportion Inadequate 
Lord Lucas said the Commission had 


told him it could not operate under the 
five-fourths arrangement, and it was having 


serious conversations with the Minister 
about this. 

The amendment was negatived. 

Lord Selkirk moved a new clause provid- 
ing that covenants entered into by road 
hauliers when their undertakings were 
taken over by the Commission to the effect 
that they would not enter again into the 
road haulage business, would no longer 
have effect. It was agreed. 


Area Working Results 

On Clause 15 (Railway reorganisation) 
Lord Swinton moved an amendment pro- 
viding for publication for each of the new 
areas “of such statements of operating 
costs and such statistics as may be so 
specified.” He stressed the difficulty of 
getting accurate expenditure and revenue 
returns as between areas; this had been 
difficult even between the four main-line 
companies, he said. It would cost at least 
£1,000,000 to restore the Railway Clearing 
House “and to no purpose at all.” They 
should await publication of the reorganisa- 
tion scheme. 

Viscount Bridgeman said that if the area 
authorities were comprised of good rail- 

waymen, they would produce proper 
statistics. Much of the work of the Rail- 
way Clearing House would be obviated by 
mechanisation of accountancy. 

Lord Swinton said he was not prepared 
to ask for statement by areas of revenue 
and expenditure. 


Simplified Statement Needed 


Viscount Faimouth referred to the 
amendment he had moved in the Com- 
mittee Stage. His object was, he said, to 
enable the receipts of the several areas 


to be stated. He did not necessarily ask 
for a very elaborate system on the basis 
of the old Clearing House, but, with the 
aid of modern accounting equipment, for 
results essential for independent working 
of the railways. It was helpful for areas 
to see the position of other areas, and 
a stimulus to effort. 

Lord Wolverton pointed out that the 
Railway Executive was now keeping the 
accounts of the railway Regions. The 
B.T.C. after reorganisation should allocate 
revenue to each area according to size. 
Areas should know operating costs and 
revenue. They had been advised that the 
Scottish Region could not pay, but it would 
help if they knew what their revenue was. 
He pointed out the dissimilarity between 
railway Regions and B.E.A. Area Boards, 
in that the B.E.A. generated electricity and 
passed to the Area Boards. 

Lord Hawke asked that the words in 
Lord Swinton’s amendment should cover 


monetary receipts. Lord Swinton said a 
statistic could well include a monetary 
receipt. 


The amendment was withdrawn. 


Railway Reorganisation Scheme 

Earl Jowitt moved an amendment to 
Clause 16 providing not only that the rail- 
way reorganisation scheme be approved by 
Parliament but that both Houses be 
asked to take note of the details to be 
contained in a draft order. He criticised 
the delay in publishing the reorganisation 
scheme, which should have been an Act 
of Parliament, so that amendments could 
have been moved. 


railway area 


Lord Swinton said there would be ample 
opportunity for discussion of the draft 
scheme before it was carried by Affirmative 
Resolution. 

The amendment was withdrawn. 


Needs of Scotland 

On Clause 24 (Amendments as_ to 
general duty and constitution of Com- 
mission and so on) Lord Swinton moved 
am amendment to provide that at least two 
of the persons appointed to the enlarged 
Commission should be appointed after 
consultation with the Secretary of State for 
Scotland and conversant with Scottish 
requirements. 

Lord Ogmore urged that Wales should 
receive the same treatment as Scotland. 

The amendment was agreed to. 

On Clause 26 (Provisions as to pension 
rights), Lord Selkirk accepted a series of 
amendments moved by Lord Lucas, the 
object of which was to make it quite 
clear that an employee who was in a pen- 
sionable position within the Commission 
and who through reorganisation went to 
a non-pensionable job within the Com- 
mission, did not lose his compensatory 
rights. 


Valuation of B.T.C. Assets 

The amendments were agreed to. 

Lord Lucas moved an amendment to the 
First Schedule, to provide that the assets 
of the Commission should be valued at 
replacement cost at date of sale instead of 
as shown in the books of the Commission. 

Lord Swinton said the proposal would 
involve great delay. Although the Trans- 
port Act was passed in 1947, valuations 
were not yet completed. The speed with 
which the sale was conducted was a factor 
affecting the price received. 

The amendment was negatived. 

The Report Stage was concluded. 


Steel Bill First Reading in Lords 

The Iron & Steel Bill was read for the 
First Time in the House of Lords on 
March 18. _ 

Railwaymen’s Pensions 

Mr. Alan Lennox-Boyd, Minister of 
Transport, in answer to a question on 
March 16 as to a superannuation scheme 
for British Railways footplate staff, said 
that recently he had told the B.T.C. that 
he could agree in principle to. such a 
scheme. The outline had been agreed with 
the unions. Working out the details would 
take some time. 

In reply to a question on the pension 
scheme for railway staff now being con- 
sidered by the Commission, Mr. Lennox- 
Boyd said approval in principle was given 
by his predecessor (Mr. Alfred Barnes) in 
1949. The terms were a matter for nego- 
tiation, in the first place, between the Com- 
mission and the staff organisations and 
they had not yet reached agreement. 
Recently he had told the B.T.C. he could 
agree in principle to a pension scheme for 
wages grades. The outline had been agreed 
between the Commission and the unions 
and submitted to him by them but he had 
not yet been able to give his observations 
in detail. The working out of details was 
likely to take time. 
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B.T.C. Charges Scheme Before Tribunal 


London Transport economies from new schedules 


At the resumed hearing on March 18, 
before the Transport Tribunal, of the 


B.T.C. Passenger Charges Scheme, Mr. 
A. B. B. Valentine, Member of the 
London Transport Executive, said that 


savings effected by London Transport in 
1952 were equivalent to £735,000 a year. 
Bus schedules had been revised and would 
save some £350,000 a year. Similar 
changes on the railways had _ saved 
£125,000. Savings of £135,000 a year, he 
added, were expected from higher bus 
speeds. 

He described as absurd a suggestion that 
by reducing fares by 25 per cent in off- 
peak periods London Transport could 
recoup its losses. There was not the 
untapped potential of traffic in off-peak 
periods. Changes in social habits, such as 
television, he continued, had _ lessened 
evening traffic. 

Of the 190 double-deck routes in the 
Central Bus area, 117 yielded a surplus, 70 
ran at a deficit and three just about 
broke even. Of the single-decker routes 
87 per cent of the mileage was run at a 
loss. 

Peak-Hour Problem 

On the peak-hour problem, Mr. Valen- 
tine thought probably the most helpful 
contribution to its solution would be later 
closing for Central London shops. 

Once a bus had to be put on the road 
because of rush-hour demands, he went 
on, it made relatively little difference in 
costs whether or not it was kept running 
during off-peak hours. 

Referring to the practice of uncoupling 
coaches and running shorter trains during 
the off-peak hours on the tube rail- 
ways, Mr. Valentine, on resumption of the 
hearing on March 19, said there was little 
extra staff employed in running the trains 
in service, but additional manpower was 
required for uncoupling coaches, and so 
on. What was gained out of uncoupling 
was a closer interval between trains at no 
added cost, probably a slight saving. He 
agreed that the working expenses of the 
buses which replaced the trams, other than 
maintenance, were greater than those of 
the trams. 

As to housing developments, Mr. Vaien- 
tine said that additional bus mileage to 
cater for these did not produce good results 
at first. 

At the resumed hearing on March 23, 
Mr. Valentine was questioned by Mr. 
G. R. Rougier, representing Southend 
Corporation and Southend Railway Travel- 
lers’ Association, on L.T. & S. line services. 
He denied that from the point of view of 
comfort and cleanliness the London, Til- 
bury & Southend line was “ definitely sub- 
standard” and a “ matter for public jest.” 
The steam services had rolling stock which 
was no better and no worse than that on 
many other suburban lines. 

Asked by Mr. D. J. Turner-Samuels 
(representing London Trades Council) 
whether it was the Executive’s admitted 
policy to abolish early morning return 
fares, Mr. Valentine said the policy would 
not necessarily be to abolish them at one 
step. The Commission had said that at 
present there was no justification for the 
reduction of fares represented by early 
morning fares. He would like to see the 
same level of fare applied for ordinary 
journeys before 8 a.m. as after 8 a.m. Mr. 
Valentine agreed that 25 per cent of the 
increased yield would come from early 
morning return passengers; also that the 


23 per cent of the increased yield came 
from passengers who made only 9-38 per 
cent of the passenger journeys originated, 
although he would have thought passenger- 
miles might have been the more relevant 
figure. He denied that early morning 
travellers were being treated unfavourably 
as compared with season ticket travellers. 

During the hearing on Tuesday, Mr. 
Valentine denied that the figures of the 
estimated yield showed that the London 
Transport Executive was only £1,000,000 
better off with a threepenny fare than with 
a threepenny halfpenny one: a good deal 
of the growth of the revenue in passenger 
journeys at the threepenny ordinary fare 
1epresented a transfer from the early morn- 
ing fares. He estimated that 5 per cent of 
the passengers at the 3d. fare would drop 
back to the 2d. stage on the fare being 
increased to 34d. 

The bulk of early morning travel on the 
railways—and _ particularly the London 
lines—was on much longer distances than 
the bulk of the early morning travel on 
the buses. They catered for a quite dif- 
ferent type of traffic. If anything rather too 
heavy discounts had been allowed for 
short distance traffic in the estimates laid 
before the Tribunal at the last inquiry, and 
rather insufficient discount for the 
longer distance traffic. But on balance, 
the whole picture came out about right. 

He admitted that there was a rather 
larger element of substandard charging on 
London Transport generally than on the 
London lines, but it only applied to a small 
proportion of the traffic. If people were 
travelling regularly five days a week, they 
would not cease using season tickets and 
pay ordinary fares. On the other hand, 
if they were getting a lift in a car, they 
might give up season tickets, and travel at 
ordinary fares when they had to use the 
railway. 


Staff & Labour Matters 


Railway Pensions 

Mr. Alan Lennox-Boyd, Minister of 
Transport, announced on March 17 that 
the B.T.C. proposed to introduce a 
scheme to give supplements on a graduated 
scale to married men, or single men with 
dependants, the value of whose retirement 
benefit was less than £140, or in the case 
of an unmarried pensioner, less than £84. 
This scheme, which would affect 6,000 
persons, would apply retrospectively to 
January 1, 1953. 

The Commission has assured him, he 
said that there would be no means test, 
though where a pensioner was receiving 
State sickness or injury benefit or State 
insurance benefit as a result of having been 
in regular paid employment, his contri- 
butions would be taken into account. 
There would not be many cases where 
there was a State pension being drawn, 
because railway salaried staff broadly had 


been excluded from the contributory 
State pension scheme. 
He was replying in an adjournment 


debate in the House of Commons to Major 
S. F. Markham, Conservative M.P. for 
Buckingham, who had pointed out that 
some retired railwaymen were receiving 
only 7s. or 12s. a week, and drawn atten- 
tion to the inadequacy of action taken 
since 1938, despite the rise in the cost of 
living. 

The plight of clerical and administrative 
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grades was stressed by Mr. R. Morley, 
Labour Member for Southampton lichen, 
who said that former employees in ‘hese 
grades had _ contributed toward their 
pensions at the rate of from 24 per cent to 
8 per cent of their salaries; they expected 
to receive in their pensions equal value to 
their contributions, but they were receiving 
in pension less than half the value of what 
they contributed. Many of them who 
drew higher pay than the operative 
workers were drawing a pension of only 
£120 a year. Men in their mid-seventies 
and even late seventies had been forced 


to get some sort of job to keep alive. 


B.T.C. and Railway Pension Schenies 


The duties of the B.T.C. as heirs to 
the former railway companies were ex- 
plained by Mr. Lennox-Boyd. The first, 


he said, was to pay the employers’ con- 


tributions, which cost the Commission 
£2,200,000 in 1952; the second duty was 
to maintain the guaranteed rate of in‘erest 
on the money in the fund; and the third 


was to make deficiency grants to make up 
the fund, so that the guaranteed payments 
could be made to beneficiaries. In 195], 


this cost the Commission £44 million, 
and would cost more as time went on. The 
schemes the Commission inherited were 
actuarially insolvent; and in 1951 the 


B.T.C. had had to pay 75 per cent of all 
contributions. 


French National Railways 
New Cross-Channel Steamer 


The Lisieux, a new cross-Channel vessel 
of the French National Railways, made its 
maiden voyage from Dieppe to Newhaven 
on March 24. It was built by Les Forges 
et Chantiers de la Méditerranée at Le 
Havre, which has also built other S.N.C.F. 
cross-Channel vessels put into service since 
the war: the Cote d'Azur, for the Folke- 
stone-Calais service and the Londres and 
Arromanches for the Newhaven-Dieppe 
service. ; 

Although the Lisieux, a twin-screw tur- 
bine, will operate mainly between New- 
haven and Dieppe, it will be used also as 
required to relieve the Cote d’Azur be- 
tween Folkestone and Calais. It carries a 
maximum of 1,450 passengers and is cap- 
able of 24 knots. The overall length is 
314 ft. 4 in., breadth 45 ft. maximum 
draught 10 ft. 6 in., and displacement 2,221 
tons. 

Accommodation includes first and third 
class smoke rooms and bars, four de-luxe 
cabins, seven two-berth cabins, a “ one- 
class” restaurant seating 108, and first and 
third class ladies’ and gentlemen’s saloon. 
The ship is air-conditioned, and equipped 
with radar and echo-sounder. 

On March 24 the Lisieux was inspected 
at Newhaven by railway officers and travel 
agents. Those present included: 


Capitaine de Frégate Dufay, Staff of Naval 
Attaché, French Embassy; M. Vignon, Direc- 
tor, French Government Tourist Office, Lon- 
don; M. C. M. Hannoyer, Managing Director, 
and Mr. E. H. Pearne, Publicity Department, 
French Railways Limited; Commandant 
Soulez; Ingénieur-en-Chef Folléa; and M. de 
Kerdrel, Armement Navale, S.N.C.P. 

Mr. R. P. Biddle, Docks & Marine Manager, 
Southampton, and Mrs. Biddle; Mr. R. J. 
Cardy, District Marine Manager & Harbour 
Master, Newhaven; Messrs. H. J. Bourn, 
Assistant Continental Superintendent; J. 
Bridger, District Traffic Superintendent, Red- 
hill; M. G. Burrows, Assistant Mechanical 
Engineer; F. D. Y. Faulkner, Public Relations 
& Publicity Officer, Southern Region; and Mr. 
E. J. Morris, Secretary, Pullman Car Co. Ltd. 
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THE RAILWAY GAZETTE 


French Summer Passenger Services 


Long-distance electric services in 
South Western Region accelerated 


he summer passenger timetable of the 
French National Railways, effective from 
Mey 17 and now approaching finalisation, 
provides for the following principal 
developments :— 


South Western Region ; 
fhe “Sud Express” will run as a pair 
of new trains between Paris and the 


Franco-Spanish frontier at Hendaye/Irun. 
Beiween Paris Austerlitz and Bordeaux, 
361 miles, it is reported that 310 min. is 
to be allowed southbound and 317 min. 
northbound, non-stop in both directions; 
the load will be ten coaches, weighing 500 
tonnes, including one restaurant car and 
two Pullmans. 

The ‘Sud Express ” leaves Paris at 11.50 
a.m., and the northbound train is due at 
6.40 p.m. Details of timings in Spain and 
Portugal are not yet available, but the 
overall times between Paris and Madrid 
and Lisbon are to be cut by some 34 hr. 
southbound and 43 hr. in the opposite 
direction. At Paris there will be ample 
time in both directions for connection at 
the Gare du Nord with the “ Night Ferry ” 
sleeping-car service from and to London 
via Dover / Dunkirk. 

The “Barcelona Express” service be- 
tween Paris and Barcelona, with break of 
gauge at the frontier at Cerbére/Port Bou, 
is to be accelerated by some 30 min. 
southbound, largely by curtailment of the 
time for frontier formalities. There will 
be accelerations in Paris-Toulouse services 
and in the “Thermal Express” between 
Paris and the Auvergne spas. 

Higher speeds over the electrified main 
lines of this region are being facilitated by 
improved supply of current. 


“ Mistral” Accelerated 
South Eastern Region. 

The southbound “ Mistral” timing is to 
be cut to 4 hr. 10 min. between Paris and 
Lyons Perrache, but because of work in 
progress in the Rhone Valley, Marseilles 
will continue to be reached at 9.7 p.m. 
and Nice at midnight. The northbound 

* Mistral ” will leave Nice 5 min. later and 
will be allowed 4 hr. 12 min. from Lyons 
to Paris. It is understood that the weight 
will remain 538 tonnes between Paris and 
Lyons. 

The cuts in overall timings by 5-6} hr. 
between Paris and Salonica and Athens by 
the “Simplon-Orient Express” will be 
effected mainly by acceleration in Jugo- 
slavia and Greece; to avoid transit of Bul- 
garia, the Paris-Istanbul sleeping car will 
be routed via Salonica and Adrianople. At 
Milan, the S.0O.E. will connect eastbound 

with an elettrotreno to Rome via Florence, 
giving a quicker Paris-Rome journey time 


than by the “Rome Express” via 
Modane and Genoa. 
Eastern Region 

The “Orient Express” will be ac- 


celerated mainly in Germany and Austria, 
and the “ Arlberg-Orient Express” in Aus- 
tria. Inclusion in the latter of third class 
(touriste) sleeping cars between Calais and 
Vienna is a notable innovation, as is 
operation of such cars between Boulogne/ 
Calais and Interlaken or Lucerne. A 
permanent pair of relief trains to the 
“ Arlberg-Orient Express” is planned 
between Paris and Vienna via Basle and 
Innsbriick. 

A pair of high-speed diesel trains be- 
tween Paris and Basle is to be replaced by 
steam-hauled trains of lightweight stock. 


Northern Region 

No outstanding steam or diesel ac- 
celebrations are planned. To give maximum 
user of 4-8-2 locomotives, the Paris-Lille 
steam-hauled expresses now first and 
second class only, will include third class 
and thus be increased in weight. The 
diesel sets transferred from the Paris-Basle 
services will be used to increase the num- 
ber of high-speed services between Paris 
and Lille 

The journey time from London to Paris 
by the southbound “ Golden Arrow” will 
be cut by 14 min. to 7 hr. 20 min. by 
curtailing the schedule of the Folkestone 
to Calais crossing, also transhipment time 
at ports. 


Indian Railways Centenary 
Exhibition 

When he opened the Indian Railways 
Centenary Exhibition at New Delhi on 
March 7, Sri Jawaharlal Nehru, the Prime 
Minister, said that it unfolded a fascinat- 
ing and useful record of past endeavour 
and achievement but, more important, 
gave a glimpse into the future. The rail- 
ways were a key to economic development 
and large areas of the country still re- 
mained to be opened up through their 
agency. The Prime Minister was wel- 
comed by Mr. F. C. Badhwar, Chairman 
of the Railway Board, who declared that 
in another two or three years the Indian 
railways would be 85 per cent self-suffi- 
cient and 95 per cent by the end of five 
years. More than that it was not possible 
to achieve in a country not highly indus- 
trialised, unless uneconomic manufacture 
of certain parts was taken up. Those who 
participated in the opening ceremony, 
which was performed by pressing a button 
which operated a power-worked level- 
crossing gate, were Dr. Radhakrishnan, 
the Vice-President; ministers; several chief 
ministers of States; diplomats; members of 
Parliament; and senior railway officers. To 
the right of the dais sat railwaymen of all 
grades. 

In his opening speech Mr. Nehru paid a 
tribute to the 900,000 railway workers who 
were engaged in great projects which were 
transforming India. He invited the people 
of India to share his own excitment about 
the great work of construction going on 
in the country. It was a very pleasant 
sensation, he said, to realise what was 
being done because, in spite of the faults 
they made and were likely to continue to 
make, they were achieving great things. 
Earlier in the proceedings Sri Lal Bahadur 
Shastri, the Railway Minister, announced 
that part of the land being used for the 
exhibition would be converted into a per- 
manent museum for the Indian railways. 

Many of the exhibits were described in 
an article in our March 13 issue. One of 
the most unusual, claimed to be the most 
expensive toy in the world, is a locomotive 
bought in 1895 for Rs. 18,750 for the then 
boy Prince of Gwalior, the late Madhav 
Rao Scindia, who used to drive it on a 
narrow-gauge railway within the palace 
grounds. As fuel the locomotive used 
sandalwood and chameli oil, the delight of 
connoisseurs of perfume. A novel feature 
is a 10 ft. high robot, sent by a leading 
industrial firm in Holland, which speaks 
in several languages from a microphone 
hidden in its mouth and distributes 
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pamphlets to visitors. After the conclu- 
sion of the exhibition on April 16 some 
of the most interesting exhibits will tour 
the country in special exhibition trains 
which will visit large cities and railway 
junctions. Commemorative postage 
stamps are being issued to show the pro- 
gress of the railways of India during one 
hundred years. 


Contracts & Tenders 


The Crown Agents for the Colonies 
have placed a contract with the Metropo- 
litan-Cammell Carriage & Wagon Co. 
Ltd. for 39 four-wheel brake vans for the 
East African Railway & Harbours. Thirty- 
two will be equipped with the Westing- 
house air brake for use on the Kenya & 
Uganda section and seven with vacuum 
brakes for use on the Tanganyika section. 


Warren Petroleum Corporation has 
placed an order with the American Car & 
Foundry Company for 500 tank wagons, 
of which 250 are 11,000-gal. dual service 
high pressure wagons to carry liquefied 
petroleum gas and 250 of 8,000 gal. capac- 
ity each for the transportation of petrol. 
This follows an order for 400 tank wagons 
which were completed in 1952. Since the 
end of the war the company has delivered 
over 2,500 wagons to the Corporation. 


The Special Register Information Service 
of the Board of Trade, Commercial Rela- 
tions & Export Department, reports that 
the First Secretary (Commercial) at Brus- 
sels has notified the Department of a call 
for tenders issued by the Belgian National 
Railways for 38 express twin-car electric 
trains, mechanical portion without traction 


equipment but with electrical heating 
equipment, direct current, at a nominal 
voltage of 3,000 V. by direct-heating 


radiators of the S.E.M., Westinghouse, 
A.S.E.A.,: Force et Chauffage type. 

The closing date for the receipt of ten- 
ders is May 20. Tenders should be 
addressed to the Société Nationale des 
Chemins de Fer Belges, Direction du 
Materiel et des Achats, Section 15—Bureau 
26-31, Rue aux Laines 24, Brussels. 

A copy of the tender documents, in 
French, is available for inspection at the 
Board of Trade by representatives of in- 
terested United Kingdom manufacturers 
until April 4, after which date the docu- 
ments will be available on loan in order of 
application. Reference C.R.E./9074/53 
should be quoted. Delivery of these rail- 
cars is required to extend over 38 weeks 
from May 15 at the rate of one railcar a 
week. 


The United Kingdom Trade Commis- 
sioner at Delhi has notified the Board of 
Trade, Commercial Relations & Exports 
Department, of a call for tenders issued 
by the Directorate General of Supplies & 
Disposals, Government of India, for the 
supply of:— 

30,000 Gibs, M.S. standard reversible for 

D. & O. plates sleepers, 884 Ib. b.h. rails. 


Tenders should reach the Director 
General of Supplies & Disposals, Shah- 
jahan Road, New Delhi, by 10 a.m. on 
March 31. A copy of the tender docu- 
ments is available for inspection at the 
Board of Trade by representatives of inter- 
ested United Kingdom manufacturers. A 
further copy is available on loan in order 
of application. Reference CRE/9995/53 
should be quoted. 
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The United Kingdom Trade Commis- 
sioner at Delhi has notified the Board of 
Trade, Commercial Relations & Exports 
Department, of a call for tenders issued 
by the Directorate General of Supplies & 
Disposals, Government of India, for the 
supply of :— 

248,540 M.S. long tie bars (b.g.) for CST9 

type C.I. plate sleepers, 90 lb. RFFBSS. 

100,000 M.S. tie bars for D.O. plates of 

884 Ib. b.h. rails. 

Tenders should reach the Director 
General of Supplies & Disposals, Shah- 
jahan Road, New Delhi, by 10 a.m. on 
April 1. A copy of the tender documents 
is available for inspection at the Board 
of Trade by representatives of interested 
United Kingdom manufacturers. A fur- 
ther copy is available on loan in order of 
application. Reference CRE/10173/53 
should be quoted. 


The Special Register Information Ser- 
vice of the Board of Trade, Commercial 
Relations & Exports Department, has noti- 
fied a call for tenders issued by the 
Directorate General of Supplies & Dis- 
posals, Government of India, for the 
supply of:— 

One 75-ton electric surface traverser for 
movement of locomotives and carriages to 
specification. . 

One 35-ton electric surface traverser for 
movement of locomotives and carriages to 
specification. 

Tenders should reach the Director 
General of Supplies & Disposals, Shah- 
jahan Road, New Delhi, by 10 a.m. on 
April 7. A copy of the tender documents 
including the specification is available on 
loan in order of application. Reference 
CRE/9993/53 should be quoted. 


WESTERN REGION EASTER TRAINS.—Over 
270 special long-distance trains will be run 
on the Western Region in the period April 2 
to April 7. On April 2, the expected peak 
day, 42 additional trains will leave Pad- 
dington for the West of England, Scuth 
Wales. and the Midlands; and 25 specials 
will arrive at Paddington. On the morning 
of Good Friday, special services will run 
on certain branch lines in the West of 
England and South Wales, connecting with 
long-distance overnight trains. 


B.LC.C. ACQUISITION IN CANADA.—British 
Insulated Callender’s Cables Limited 
announces that it has acquired, as from 
April 30 next, the cable and wire business 
of Phillips Electrical Works Limited, 
Canada, and will, through a new Canadian 
company which is being formed with the 
name of Phillips Electrical Co. (1953) Ltd., 
carry on this business as a going concern 
at the existing Brockville (Ontario) and 
Montreal factories. The existing personnel 
engaged in the cable and wire business of 
the present Phillips company will be re- 
taincd. Sales will continue for the time 
being to be made through Automatic 
Electric (Canada) Limited. Toronto, but 
the intention is that the new Phillips Elec- 
trical Co. (1953) Ltd. will undertake its 
own direct selling and servicing as soon as 
the arrangements now under discussion 
have been completed. During this interim 
period Automatic Electric (Canada) 
Limited will also continue to sel] in 
Canada those special types of B.LC.C. 
cables and other B.I.C.C. products not 
manufactured by Phillips, but this agency 
will also in due course be taken over by 
the new Phillips Electrical Company (1953) 
Limited. 
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Notes and News 


Crown Agents for the Colonies.—-Applica- 
tions are invited for the post of assistant 
engineer (mechanical), between 25 and 35 
years of age, required by the Crown Agents 
for the Colonies in the London Office. See 
Official Notices on page 383. 


General Descaling Co. Ltd. New Address. 

-General Descaling Co. Ltd. is removing 
to Worksop from its address at 289, 
Hanover Street, Sheffield, 3, today. On 
and from March 30 its address will be 
General Descaling Co. Ltd., Worksop, 
Nottinghamshire. (Tel.: Worksop 3211.) 


Sales & Service Engineer Required.— 
Applications are invited for the post of 
sales and service engineer, about 35 years 
of age, required by a firm manufacturing 
products extensively used by railway signal 
and telecommunication departments and 
telephone administrations throughout the 
world. See Official Notices on page 383. 


Institute of Transport Scottish Congress. 

Detailed arrangements have recently 
been announced for the Institute of Trans- 
port Congress which will be held this year 
in Glasgow from Wednesday, July 1, to 
Friday, July 3. The President, and Mrs. 
Brunner, will welcome members and 
guests on Tuesday. June 30, from 8.30 p.m. 
to 10 p.m. at the Central Hotel, head- 
quarters of the Congress. The President 
will formally open the Congress on Wed- 
nesday, July 1, at 10 a.m. at the Central 
Hotel, after which a civic welcome will be 
extended to the Congress by the Rt. Hon. 
the Lord Provost of Glasgow, Thomas 
Archibald Kerr. The papers which will 
be presented are, “A Framework for 
Public Transport with Special Reference 
to the Problems of Monopoly, Undue Size 
and Incentives,” by Sir Reginald H. 
Wilson, Comptroller, British Transport 
Commission, on July 1, and “Road Re- 
search and its Bearing on Road Trans- 
port,” by Mr. W. H. Glanville, Director of 
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Road Research, Department of Scientific 
and Industrial Research, on July 2. The 
programme of visits and excursions jp- 
cludes, the Bus Works of Glasgow Cor- 
poration Transport, and the Glasgow 
Smalls & Parcels Depot of the Road Haui- 
age Executive, the railway works at Cow- 
lairs, Prestwick Airport, the ocean terminal 
of the Anglo-Iranian Co. Ltd., at Firnart, 
and the Hydro-Electric Scheme at Loch 
Sloy, on July 1; morning or afternoon visit 
to Edinburgh on July 2; the Clyde and its 
estuary, a river view of docks, shipbuild- 
ing yards, coastal and ocean shipping, on 
July 3, as well as alternative visiis to 
places of historical and scenic intcrest, 
Evening functions will include a reception 
by the Rt. Hon. the Lord Provost of 
Glasgow and the Lady Provost, at the City 
Chambers on July 1, followed by dancing, 
and a reception at the Centra] Hote! the 
next day by the President and Mrs, 
Brunner. 


Eastern Region Easter Services.— from 
April 1 to 8 there will be 337 additional 
trains on the Eastern Region to cater for 
Easter holiday travellers, with a = maxi- 
mum of 125 on April 2. On that date 
there will be 16 extras from Kings Cross 
to Newcastle and 15 to Leeds and Brad- 
ford, with 10 from Liverpool Street to 
Norwich. There will be additional 
through services from Cambridge and 
Norwich to York on April 2 and 7, and 
from March to York on April 3. 


isle of Man Railway Company Annual 
Meeting.—Commenting on the results for 
the year ended December 31, 1952, (re- 
corded in our March 13 issue), Mr. R. Q. 
Hampton, Chairman of the Isle of Man 
Railway Co. Ltd., said at the annual gene- 
ral meeting on March 4 that despite in- 
creased competition from British and Con- 
tinental resorts, the island increased its 
number of visitors last summer. The 
railway carried 44,534 more passengers. 
There had been, to offset this, a drop in 
goods traffic and a further advance in the 
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engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Order, 1952. 


The 


Vacancies 


REQ IRED by the Central Railway of Peru two 
Locomotive Assistants preferably single and be- 
tween 260/30. Qualifications: Full apprenticeship with 
British Railways or i.ocomotive Builders and ex- 
perience in one or more of the following: Railway 
Machine Tool Operation. Welding Boiler works, 
Locomotive Running or Drawing Office. Also two 
fully trained Steam Locomotive Engineers aged be- 


tween 30/45. Experience preferably in South 
America with locomotive running or locomotive 
workshops in supervisory positions. A.M.I.Mech.E., 


desirable and knowledge of Spanish essential. Apply 
SECRETARY, PERUVIAN CORPORATION Ltp., 144, Leaden- 
hall Street, London, E.C.3 


TH ** PAGET "» LOCOMOTIVE. Hitherto un- 
published details of Sir Cecil Paget’s heroic 
experiments. Eight single-acting cylinders with rotary 
valves An application of the principles of the 
Willans central-valve engine to the steam locomotive 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 


from The Railway Gazette, November 2, 1945. 
Price 2s. Post free 2s. 3d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


CROWN AGENTS FOX THE COLONIES 

ASSISTANT ENGINEER (MECHANICAL) re- 

quired for the London Office. Salary scale £575 
XK 2 £750 x 30 — £900 a year. The £575 
minimum is linked to entry at age 25 and is sub- 
ject to increase at the rate of one increment for 
cach year ubove that age up to but not exceeding 
age 34. Fully qualified officers of at least 27 years 
of age who have completed at least 2 years satis- 
factory service are eligibic, under certain conditions, 
for a special increase in salary of £75. Pay addi- 
tion to basic salary payable at the rate of 10% 
on first £500 and 5% on second £500. Extra duty 
allowance of 8% on basic annual salary plus Pay 
Addition also payable at present. Engagement will 
be on unestablished terms with a prospect, after 
satisfactory service, of appointment to the estab- 
lished and pensionable staff in due course, vacancies 
permitting. Qualifications: Candidates between 25 
and 35 years of age should have passed the qualify- 
ing examination for Associate Membership of the 
Institution of Mechanical Engineers, or equivalent 
examination They should have served an appren- 
uceship or pupilage in the Locomotive or Rolling 
Stock Department of the British Railways or with 
a firm of locomotive or iolling stock builders, or 
with a fim specialising in the manufacture of wharf 
or breakdown cranes. They should also have subse- 
quent drawing office experience in the design of 
locomotives or carriages and wagons and diesel 
railcars or cranes, together with a sound knowledge 
of moden workshop practice. Duties include pre- 
paration of contract specifications, examining and 
approving drawings, design calculations, and techni- 
cal correspondence. Apply at once by letter, 
stating age, full names in block letters, and full 
particulars of qualifications and experience, and men- 
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S ALES and SERVICE ENGINEER required by 
old established firm manufacturing product ex- 
tensively used by Railway Signal and Telecommuni- 
cation Departments and Telephone Administrations 
throughout the world. Applicants should be about 
35 years of age and in good health and should 
state:—Salary expected; whether married; languages 
spoken; details of education and experience. Head- 
quarters will be within 50 miles of London, but 
man appointed would be expected to travel exten- 
sively throughout the British Isles and occasionally 
overseas. Applications will be treated in confi- 
dence and should be submitted not later than June 
1, 1953.—Box 791, Railway Gazette, 33, Tothill 
Street, S.W.1. 
ACCOUNTANT (TRAFFIC AUDITOR) required 
by the Central Railway of Peru—about 30 years 
of age, preferably single, with general auditing and 
railway accounting experience, knowledge of Spanish 
desirable but not essential. Apply—THE SECRETARY, 
PERUVIAN CORPORATION LTD., 144, Leadenhall Street 
London, E.C.3. : 


THE GAS-TURBINE LOCOMOTIVE. A techni- 
cal description of the gas-turbine recently con- 
structed by the Metropolitan-Vickers Electrical Co. 
Ltd. for the Western Region, British Railways. 
Subjects dealt with include body construction, bogies, 
traction motors, prime mover, generators and 
auxiliary equipment. A folding plate drawing of 
the locomotive is included together with illustrations 
and diagrams. Reprinted from The Railway Gazette, 
February 1, 1952. Price Ss. Post free 5s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 








_ tioning this paper to the Crown AGents FoR THE NY & R- HISTORY.—Twenty-Five Years of the 

Bo! ND VOLUMES.—We can arrange for readers’ CoLonies, 4, Millbank, London, S.W.1, quoting on — _North Eastern Railway, 1898-1922. 
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wages bill. It was only by reduction of given in London in 1952, on “Track W. V. McCleery, Minister of Commerce, 

the winter service to skeleton lines, and by Circuits in D.C. Electrified Areas.” The responded. “Our Guests” was proposed 


stringent economies, that they showed so 
small an addition to it in this year’s bal- 
ance sheet. Insular transport traffic was in 
a different position to that on the main- 
land. Much unremunerative mileage was 
included even in peak periods of the brief 
summer season, and the effect of a rise in 
fares was to discourage travel. 


Harrow Accident Report. — Mr. Alan 
Lennox-Boyd, Minister of Transport, said 
in answer to a question in the House of 
Commons on March 23 that the report on 
the Harrow accident was not yet complete 
but would be published with the minimum 
of delay. Up to the end of February, 54 
locomotives, additional to the former 
G.W.R. engines, had been fitted with the 
improved inductive type of A.T.C., and 
tests were continuing between New Bar- 
net and Huntingdon. He preferred to post- 
pone any further statement until he had 
studied the report of the Chief Inspecting 
Officer. He hoped the report would be 
ready about June. 


Inquiry into Loss of “ Princess Victoria.” 
—The inquiry into the sinking in the Irish 
Sea on January 31 of the British Railways 
vessel, Princess Victoria, with the loss of 
128 lives, opened at Belfast on March 23. 
Mr. W. W. B. Topping, Q.C., for the Minis- 
tryof Transport, said the sinking was partly 
due to a door between the car space and 
the passenger section which had been 


damaged or left open. He said that 
Investigations by Ministry experts had 


shown that the ship would have stayed 
afloat if the door had held. Water got 
through it from the car space. 


Institution of Railway Signal Engineers : 
Provincial Meetings.—The Council of the 
Institution of Railway Signal Engineers 
was able to arrange, with the assistance of 
Mr. C. G. Derbyshire, Divisional Signal & 
Telecommunications Engineer, London 
Midland Region, Manchester, to hold an 
additional provincial meeting there on 
February 26, when Mr. D. G. Shipp, Mem- 
ber of Council, read his paper, previously 


regular provincial meeting was held, by the 
kindness of Mr. H. A. Cruse, Director & 
Works Manager, Westinghouse Brake & 
Signal Co. Ltd., in the concert hall at 
the works at Chippenham on March 4, 


when Mr. L. J. M. Knotts, Railway 
Executive, read a paper entitled “ Power 
Signalling Equipment; Design and Per- 


formance related to Installation and Main 
tenance,” which he had given before the 
Institution in London during the preceding 
month. This paper was accompanied by 
a number of interesting cine-photographs 
taken by Mr. C. C. B. Herbert, Railway 
Executive, who accompanied Mr. Knotts 
on both occasions. 


Signalling Exhibits at Indian Centenary 
Exhibition. —- Guest, Keen, Williams 
Limited, agent in India of Tyer & Co. 
Ltd., is exhibiting at the Indian Railways 
Centenary Exhibition in New Delhi, an 
account of which was given in our March 
13 issue. Much equipment is manufactured 
locally by Guest, Keen, Williams Limited. 
A leaflet, “Safety is our Business,” deal- 
ing with the 102 years’ record in the 
signalling world of Tyer & Co. Ltd. is 
being distributed on the exhibition stand. 
Instruments on view include a single-line 
token signalling instrument, time element 
and polar arm detection relays, signal 
indicator, and key token lever lock. Tyer 
& Co. Ltd. has been associated with the 
Indian railways throughout their 100 years 
of operation. 


Annual Dinner of Northern Ireland 
Section, 1.0.T.—The annual dinner of the 
Northern Ireland Section of the Institute 


of Transport was held at Thompson’s 
Restaurant, Belfast, on March 13. The 
President of the Institute, Mr. C. T. 


Brunner, responded to the toast of “ The 
Institute of Transport” proposed by 
Senator Herbert Quin. President of the 
Belfast Chamber of Commerce. Other 
toasts were “ The Government and Pros- 
perity of Northern Ireland” proposed by 
Councillor T. W. Harpur, Deputy Lord 
Mayor of Belfast, to which the Rt. Hon. 


by Mr. G. B. Howden, Vice-Chairman of 
the Section, and responses were made by 
Mr. H. S. Knott, President of the Belfast 
Chamber of Trade, and Mr. John Martin, 
President of the Ulster Farmers’ Union. 


Institution of Locomotive Engineers.—On 
Wednesday, April 15, at the Institution of 
Mechanical Engineers, Storey’s Gate, St. 
James’s Park, London, $.W.1, at 5.30 p.m. 
a paper will be read before the Institution 
of Locomotive Engineers on “ Running 
Tests of a 500 h.p. Diesel Mechanical 
Locomotive” by Mr. Brian Reed. 


Road Haulage Association Annual 
Luncheon.—The annual luncheon of the 
Road Haulage Association will be held 
on Tuesday, May 19, at Grosvenor House, 
Park Lane, London, W.1, at which the 
principal guest will be the Minister of 
Transport, the Rt. Hon. Alan Lennox- 
Boyd. The luncheon will be followed by 
the annual general meeting. 


Day Fares between York, Malton and 
Scarborough to be Cut.—The North 
Eastern Region announces a further stage 
in the scheme to offer cut fares as an 
experiment. From March 30 the day fare 
from York to Scarborough by any train 
any day will be 6s. The day excursion 
fare in the summer was 9s. and then pas- 
sengers had to travel by specified trains. 
A ticket at ordinary return fare, available 
for three months, is 12s. 8d. The day 
excursion fare from York to Malton has 
also been cut to 2s. 6d., and that from 
Malton to Scarborough to 3s. 6d. 
Scarborough and Malton passengers have 
the same facility in the return direction. 


Westinghouse Brake & Signal Co. Ltd.— 
The consent of the Treasury has been 
obtained to the issue by the Westinghouse 
Brake & Signal Co. Ltd. of 673,423 new 
shares at 45s. per share. The basis of 
provisional allotment is three new shares 
for every five £1 stock units held-in the 
Westinghouse Brake & Signal Co. Ltd. on 
February 26, 1953. On this basis the Con- 
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solidated Signal Co. Ltd. would be entitled 
to a provisional allotment of 234,667 
shares, but it has been decided that 225,822 
of these shares will be provisionally 
allotted direct to the ordinary stockholders 
of the Consolidated Signal Co. Ltd. on 
the basis of three new shares of the West- 
inghouse Brake & Signal Co. Ltd. for 
every two £1 stock units held in Con- 
solidated Signal Co. Ltd. on February 26, 
1953. 


Railway Freight Rates—In reply to a 
question on March 23, Mr. Alan Lennox- 
Boyd, Minister of Transport, said in the 
House of Commons the average increase 
in railway freight rates since January, 1946, 
had been 97 per cent, and the price of 
coal to the railways had risen by 60 per 
cent since January, 1946, and by 275 per 
cent since 1939. 


Segregation of Passengers on South 
African Railways.—An appeal court al 
Bloemfontein on March 23 dismissed an 
appeal against the acquittal of an African 
who refused to leave a European waiting 
room in Capetown Station when asked by 
a policeman. A magistrate had discharged 
the African on the ground that the waiting 
room facilities for non-Europeans were 
inferior to those for Europeans, which, 
he said, infringed the Railway Act of 1916. 


Indian State Railways Annual Dinner.— 
Because of the Coronation Celebrations the 
annual dinner of the Indian State Railways 
(India and Pakistan) will be held this year 
on Monday, June 29, instead of during 
Derby week, at 7 for 7.30 p.m. at the 
Rembrandt Hotel, Thurloe Place, London, 
S.W.7. The chair will be taken by Sir 
Guthrie Russell, and the speaker will be 
Sir Percivai Griffiths. The dinner will be 
preceded by a tea at the Rembrandt Hotel 
from 4 to 6 p.m. for officers and for their 
wives. A limited number of guests may 
also be invited to the tea only. 





March 30 (Mon.).—The Society of Engi- 
neers, in the Apartments .of the 
Geological Society, Burlington House, 
London, W., at 5.30 p.m. Paper on 
“Structural Failure and What we 
Learn from It,” by Mr. R. Weck. 

April 1 (Wed.).—Institute of Traffic Ad- 
ministration, Southampton Centre, at 
the Chamber of Commerce, South- 
ampton, at 7.30 p.m. Annual General 
Meeting. 

April 1 (Wed.).—Institute of Traffic Ad- 
ministration, London Centre, at the 
Kingsley Hotel, Bloomsbury Way, 
London, W.C.1, at 7 p.m. Annual 
General Meeting. 

April 7 (Tue.).—Institute of Traffic Ad- 
ministration, Portsmouth Centre, at 
the Chamber of Commerce, Ports- 
mouth, at 7.15 p.m. Annual General 
Meeting. 

April 8 (Wed.).—Institution of Railway 
Signal Engineers, at the Institution of 
Electrical Engineers, Savoy Place, 
Victoria Embankment, London, 
W.C.1, at 6 p.m. Annual General 
Meeting. 

April 9 (Thu.).—Institute of Traffic Ad- 
ministration, Hull Centre, at the Im- 
perial Hotel, at 7.30 p.m. Annual 
General Meeting. 

April 9 (Thu.).—Institute of Traffic Ad- 
ministration. Glasgow Centre, at the 
Kenilworth Hotel, Queen Street, Glas- 
gow, at 7 p.m. Annual General Meet- 
ing. 


THE RAILWAY GAZETTE 


April 10 (Fri.).—The Railway Club, at 57, 
Fetter Lane, London, E.C.4, at 7 p.m. 
Paper on “An Historical Review of 
Railway Signalling down to Group- 
ing.” by Mr. T. S. Lascelles. 

April 11 (Sat.).—Electric Locomotive 
Society, at the Fred Tallant Hall, 153, 
Drummond Street, London, N.W.1, at 
3 p.m. Film show, including French 
Electric Railways and London to 
Brighton in Four Minutes. 

April 11 (Sat.).—Permanent Way Institu- 
tion, East Anglia Section. Joint Meet- 
ing with London Section. Visit to 
Ipswich Locomotive Department Re- 
construction Works, at 2 p.m. 

April 11 (Sat.).—Institute of Traffic Ad- 
ministration, Merseyside Centre, at 
Woodside Hotel, Birkenhead, at 7 p.m. 
Annual Dinner and Dance. 


April 11 (Sat.).—Stephenson Locomotive 
Society, at 32, Russell Road, Ken- 
sington, London, W.14, at 3 p.m. 
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Annual General Meeting, followed by 
tea and film show. 

April 11 (Sat.).—British Railways, Southern 
Region, Lecture and Debating § ciety, 
All-day visit to Brighton Locomotive 
Works and Motive Power Depot, and 
Lancing Carriage Works. 

April 13 (Mon.).—The Historical Mode! 
Railway Society at the Headquarters 
of the Stephenson Locomotive Society 
32, Russell Road, Kensington, W.14 
at 7 p.m. Paper. on “The Fesiiniog 
Railway,” by J. F. Bruton. s 

April 13 (Mon.).—Institute of Traftic Ad- 
ministration, Birmingham Cent:e, at 
the Crown Hotel, Corporation Street, 
at 7.15 p.m. Talk on “ Air Transport.” 

April 13 (Mon.).—The Institute of ‘: rans. 
port, Metropolitan Section, at 80, Port- 
land Place, London, W.1, at 5.30 for 
6 p.m, Paper on “The Army ‘rans. 
portation Service,” by Mr. ), 
Stenhouse. 








Railway Stock Market 


Buoyant and active conditions have con- 
tinued in stock markets under the influence 
of various factors; of these the hope that 
the Budget will bring some reduction in 
the tax burden has been the most impor- 
tant. Sentiment has been helped by the 
fact that this is the first time since the end 
of the war that a budget has not brought 
fears of still higher taxation. Perhaps 
markets are pitching their hopes too high, 
because the financial year is ending with 
a deficit, and scope for reduction in 
Government expenditure is probably small. 
Nevertheless, optimists are taking the view 
that the Chancellor of the Exchequer may 
have reason to expect that revenue will in- 
crease in the,coming financial year. Six- 
pence off the standard rate of income tax 
is the main hope, though the City thinks 
some modification of E.P.L. possible. Per- 
haps tax reliefs may be given on profits 
earned overseas as a means of stimulating 
export trade. 

British Funds have moved higher again 
with 34 per cent War Loan at £804, its 
highest for over a year. There has been 
continued strength in industrial shares 
partly in sympathy with the trend in British 
Funds, but mainly because higher dividend 
payments by some leading companies have 
confirmed the belief that companies which 
have followed a very conservative dividend 
policy in recent years will tend to pay out 
a little more to shareholders. 

Foreign rails were again featured, 
mainly by continued activity in White Pass 
& Yukon no par value shares, which after 
changing hands wel! over the $40 level, 
have come back sharply to $38} in the 
absence of confirmation of recent rumours 
of a coming offer for the shares by U.S.A. 
interests. Nevertheless the shares have 
attracted renewed buying after their reac- 
tion, though it is realised that the divi- 
dend stage is a long way ahead, and also 
that the present high level cannot be justi- 
fied unless an offer or some other special 
developments arise. White Pass & Yukon 
5 per cent debentures. which, of course, 
move closely with the shares because of 
their conversion rights into the latter, have 
eased to £132 at the time of going to press. 

Canadian Pacifics developed strength 
and have risen to $56 at the time of writ- 
ing, while the 4 per cent preference stock 
firmed up to £65} and the 4 per cent de- 
bentures to £814. 

Manila Railway issues reflected further 
selling because of fears that it may be 


some while yet before there is a settlement 
in respect of the company’s big holding of 
bonds in the Manila Railroad Company, 
The “A” debentures have come back to 87 
at the time of going to press, and the § 
per cent preference to 8s. 74d. 

Mexican Central “A” bonds have been 
active around 71, but United of Havana 
issues were less firm after their recent 
small rally. The “A” stock was 59, the 
“ B” 55, the second income stock 20 and 
the consolidated stock 3. Antofagasta 
stocks became steadier, with the ordinary 
at 9 and the 5 per cent preference 48xd, 

Speculative buying of old Russian rail- 
way bonds was less in evidence, and deal- 
ings were at lower levels, with Russian 
South Eastern changing hands at 7s. 6d. 
Recently sentiment has been helped by 
hopes of a better turn in international 
affairs, but there is of course very little 
prospect that Russia will ever agree to any 
settlement in respect of the pre-Revolution 
obligations. 

Paraguay Central 6 per cent debentures 
have changed hands at 154. International 
of Central America 5 per cent first bonds 
have shown business up to 145 since pub- 
lication of the annual accounts. Guaya- 
quil & Quito 5 per cent first bonds changed 
hands up to 36}, San Paulo 6s. 8d. units 
eased to 6s., and Nitrate Rails shares were 
20s. 9d. 

Recently published financial results have 
created a good impression and drawn 
attention to road transport shares. Lan- 
cashire Transport rose to 46s.xd, West 


Riding were 35s. 3d. and Southdown 
31s. 3d., while Devon General marked 
27s. 9d. B.E.T. deferred stock has been 
firm at £490. 


Firmness has been shown by engineering 
and kindred shares, with Vickers higher 
at 49s. and Cammell! Laird 5s. shares at 
14s. 14d. awaiting the dividend announce- 
ments. Guest Keen were 55s., T. W. Ward 
77s., and Babcock & Wilcox showed actl- 
vity around the higher level of 73s. 3d. on 
Narger dividends hopes, while Tube In- 
vestments were 62s. 6d. 

Among shares of locomotive builders 
and engineers, Beyer Peacock displayed re- 
newed firmness at 36s. 14d. Hurst Nelson 
were 42s. 6d., and North British Locomo- 
tive 15s. 6d. Vulcan Foundry were 23s. 34. 
Wagon Repairs 5s. shares 12s. 34d. 
Gloucester Wagon 10s. shares 12s., and 
Charles Roberts 5s. shares 19s. 74d. Cen- 
tral Wagon have been active up to 68s. 
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